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commands high wages. 
Why waste his time and 
your money with in- 
ferior splicing materials. 


Give him Okonite and Manson Tapes and 
Okonite Cement to use and note the absence 
of joint failures. 


The use of these three insures joints which will be as strong 
electrically and as long lived as the insulated wire itself. 


Write for full. particulars. 
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Baggage and Express Cars 
Make Good Snow Fighters 


They should be equipped with this in view. 

Freight can be hauled and at the same time they keep 
roads open during the winter storms. Each one should 
have its detachable snow plow, truck guard and other 
snow-fighting equipment. 

As to the proper equipment, Westinghouse No. 306 
or No. 548 motors and HL Control are recommended, 
for they have weathered many winters successfully. 


Westinghouse Electric and Mfg. Co. 
East Pittsburgh, Pa. 
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Patrons Take Advantage of 

Convenience of Dime Fare 

N a rate of 10 cents cash, with four tickets for 35 

cents, on the Chicago Elevated Railways, more than 
82 per cent of the passengers paid cash the first month, 
while on the former rate of 8 cents cash and two tickets 
for 15 cents only 25 per cent of the riders paid cash. 
On the new higher rate the saving per ride to the 
passengers by buying tickets is 1} cents, while it was 
4 cent on the former rate. In other words, 621,765 more 
passengers paid a dime cash fare in August than paid 
an 8-cent cash fare in July, although 1,999,068 more 
passengers were carried in July than in August. Or, 
stated another way, 32 per cent of the passengers failed 
to avail themselves of a saving of 11 cents, while only 
25 per cent failed to take advantage of a saving of 
4 cent. ; 

This seems to emphasize the value and convenience of 
the unit coin fare. People in large numbers have laid 
down a dime and walked through the gate rather than 
be bothered with change-making and the consequent 
delay for the sake of the cheaper ticket rate. It would 
also seem to show that when the fare gets up to 8 cents 
or 9 cents it might as well be 10 cents so far as there is 
any aversion on the part of the public to paying it, 
and apparently it might better be 10 cents from the 
standpoint of the public convenience. 


Analyze Your Freight 

Possibilities Carefully 

HAT the transportation facilities of the country 

have not kept pace with the growth of traffic is 
common knowledge among business men. This to a 
certain extent is a direct result of the World War, and 
in the case of the steam roads government operation is 
undoubtedly partly to blame. In the case of the elec- 
tric lines this condition is partly a result of short- 
sighted regulation which has imposed such restrictions 
and burdens upon the properties as to prevent a suffi- 
cient revenue. This has very naturally caused a stagna- 
tion of development and extension and has resulted even 
in inadequate maintenance of existing property and 
equipment. 

One very important reason for the lack of develop- 
ment of electric railway freight handling may, however, 
be found in the management itself. Those who have 
not studied the subject carefully allow themselves to 
believe that insurmountable obstacles lie in the path 
of such development. As a matter of fact the obstacles 
are not there in most cases, as proper investigation 
will generally prove. In all probability the business is 
available, and the greatest obstacle to the development 
of this business is the matter of obtaining the money 
to purchase sufficient equipment to handle it properly. 
This obstacle is not insurmountable by any means. If 


a thorough investigation and analysis indicate that an 


investment in the necessary rolling stock and station 
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facilities will pay a handsome dividend, surely there 
are those from whom such funds can be obtained. 

We hope that the paper by Mr. Budd and the report 
of the committee on express and freight traffic pre- 
sented at the Atlantic City convention will stimulate 
other companies to develop what Mr. Budd calls a 
“merchandise” business. The whole country is crying 
for the service, and surely no time is more propitious 
than the present moment, for the rates on the steam 
lines have now been largely advanced, thus giving the 
electric lines a greater margin for increase in rates 
for a service which warrants such an increase. 


San Diego’s Encouraging Experience 
with the Zone Fare 
MERICAN electric railway cperators throughout the 
land will be gratified, we believe, to read in this 
issue of the success which the San Dieeo Electric Rail- 
way has attained with the zone fare since its inaugura- 
tion on the first day of this year. The feeling has been 
growing that the zone fare, by which is meant some 
form of measured service, has much to support it as 
the logical fare, at least as an economically just. fare, 
and one which, commercially considered, has the advan- 
tage of attracting and serving the short-haul riders. 
But it is not to be denied that the disheartening experi- 
ences of the Public Service Railway and the Connecticut 
Company have put a damper on the enthusiasm of many 
operators. Permanent discouragement, however, would 
not be justified without further trial in view of the fact 
that there must be some very advantageous features or 
the zone fare railways in this and other countries would 
change to the flat fare. 

San Diego, fortunately, was able to-begin under hap- 
pier auspices than either of the companies just men- 
tioned. The California Railroad Commission recognized 
that its chief function was to determine whether the 
railway needed relief and not to tell the railway exactly 
how it should try to get relief. Once the company had 
established its case, the commission did not hesitate 
long in approving the plan worked out and submitted by 
the railway management. That plan, fundamentally, 
was to secure the needed revenue without losing any 
profitable short-haul traffic, and yet, at the same time, 
to make the increase to the long-haul rider as little as 
practicable. San Diego’s sound reasoning was that if 
the short-haul rider could be retained the tax on the 
other riders would be less than if every one of a smaller 
number of riders was expected to pay a higher unit fare. 
The event has justified all hopes, for how many other 
companies can show a 40 per cent increase in revenue 
and 12 per cent increase in traffic despite diminished 
local activities? 

If we look closely into the reasons for San Diego’s 
splendid start we may set them down as follows: 

First, public understanding and co-operation, for 
there was no doubt in the minds of either the public or 
the commission that the company had been rendering a 
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great service without adequate return. Second, patient 
and resourceful publicity in a campaign where the offi- 
cials of the company did not hesitate to explain the 
needs of the company face to face with every element 
in the city, from the scared real estate men to the 
worker in store and factory. Third, straightforward 
co-operation with the transportation personnel, includ- 
ing a bonus plan that has made the selling of rides and 
the collection and auditing of fares a matter of abiding 
interest to conductors and motormen. The success of 
the bonus plan, let it be added, must have been promoted 
in large measure by the fact that the management had 
already proved liberal with its men in sharing the sav- 
ings from accidents and other items subject to economy. 
Fourth, a system of fare charging and fare procedure 
that indicates a feeling of civic responsibility, of fair- 
ness to those who have to ride and of willingness to 
learn from the experience of other zone-fare operators. 
It is truly amazing that fate should have reserved to so 
diffused a city as San Diego the chance to demonstrate 
successfully that there are means of getting more rev- 
enue other than the expedient of an ever-rising unit fare. 


The Pendulum Is 

Always Swinging 

CONDUCTOR joshed a plumber riding on his car 

about being late for work. The plumber came back 
with the reply, ‘““What do I care, they’ve got to have us 
and there’s no one to take our places,” 

If you inquire of the carpenters, plumbers, masons, 
machinists, painters, plasterers, etc., you will find that 
apprentices are almost unknown these days. Immi- 
gration has almvust stopped, and for the past ten years 
the native American boy has veen after the “white col- 
lar” jobs. 

What has been the result? Today the tradesman com- 
mands wages in excess of many “white collar’ men; 
today there is a dearth of skilled workers and a deluge 
of clerks. Production has gone down and overhead 
has gone up. 

What is now going on? 

The pendulum is swinging again toward the economic 
balance. The trades offer an increasing economic in- 
ducement to the worker, while the “white collar’ job 
offers an economic handicap, The law of supply and 
demand operates slowly but surely. Let us hope that 
each swing of the pendulum will increase the economic 
and social worth of civilization. 


Adroitness a Factor in 
Good Advertising 


UCH advertising matter that is foisted on the read- 

ing public is dull and heavy because it lacks a 
certain quality which may, for want of a better term, 
be called adroitness. An example of what is meant by 
this is furnished by a recent car card which calls atten- 
tion to a well known shaving soap in these words: 
“ht ’s cost you a dollar a tube, a shave would 
cost you less than one cent.” Such a phrase not only 
induces mental arithmetic but it sticks in the memory. 
The same idea is applicable in regard to electric rail- 
way fares, and it has of course been used many times. 
For example we can say: “If your carfare is raised 
one cent, or 20 per cent, the increase will cost you less 
than one 15-cent ‘movie’ ticket a week,” Or: “You 
can ride on this line for half a cent a mile? Do you 
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wonder that we are asking for an increase?” The pur- 
pose of such phrases, which need be only suggestive, 
is to get the reader to make comparisons and thus gain 
a better appreciation of the thing or service advertised. 
The trick consists largely in changing the system of 
units in which the thing or service is evaluated. To 
illustrate further, it is obviously much better to say 
that “this incandescent lamp can be burned forty hours 
for a cent,” rather than to explain that its power con- 
sumption is 25 watts. It’s worth a considerable brain 
effort to put facts in such homely terms. 


Politics Now Has 
Full Sway in Illinois 


BOLITION of the Illinois Public Utilities Commis- 
sion and restoration of “home rule,” the promise 
of a law making possible “people’s ownership and oper- 
ation” of the utilities and 5-cent carfares are the 
reactionary mainstays of the platform on which the 
political campaign just closed was waged in Illinois. 
While we seriously doubt that it was these issues which 
won for the Mayor Thompson-of-Chicago state, county 
and city tickets, and rather feel it was the Republican 
landslide that turned the trick, yet the reality must be 
faced that these candidates won. It certainly is sig- 
nificant, however, that 400,000 people who voted for 
Harding rebelled against the anti-utility campaign of 
the Thompson ticket and scratched their ballots to vote 
against Len Small, Republican Governor-elect.. With 
a Governor pledged as above, what may be expected in 
Illinois during the next year or two? 

Of course it is one thing to say that the utilities 
commission shall be abolished and quite another to 
secure the repeal of the act creating it. Also, it is one 
thing to pass a law permitting municipal ownership 
and quite another to have m.o. But undoubtedly these 
things will be put up to the next session of the State 
Legislature, and if they fail of passage, then the 
Thompson machine will have a fine excuse to go before 
the people in succeeding campaigns and declare wherein 
responsibility lies for the failure of past pledges and 
to ask for a Thompson Legislature. It wins votes. 
Mayor Thompson knows. as well as we do, or should, that 
a 5-cent carfare in Chicago is impossible unless the 
losses are made up by taxation, but the idea of restoring 
nickel carfare, has a wide appeal, and the local com- 
panies have done little in the way of educational pub- 
licity to counteract it. 

It is not likely that the pledges made involving legis- 
lative action can be carried out. But there is still a 
serious possibility applying particularly to the urban 
railways of Chicago. The members of the utilities com- 
mission are appointed by the Governor. The present 
commissioners have been actuated in their orders by the 
highest motives and have had the strength to increase 
fares against the provisions of existing contracts be- 
tween the city and the surface railways and against the 
unthinking popular will made keenly reproachful by the 
agitation of the city hall. It is obvious, then, that it 
would be quite in keeping with the campaign methods 
for the new Governor to appoint men to the commission, 
as the terms of the present members expire, who will 
be actuated by the primary motive of popular appeal, 
with what disaster to the utilities it is hard to say. 
Grave as this move would be, it is the least the new 
Governor can do in carrying out his platform, for it 
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is entirely within his present powers. This is assum- 
ing what is hard to believe, namely, that he will seri- 
ously try to carry out his anti-utility pledges, for that 
would be contrary to the best interests of the public, and 
he must know it. 


For Contrast, 
See New York 


1 ae CONTRAST to the situation in Illinois outlined 
above, it is a pleasure to note the election to the 
Governorship in New York of ex-Judge Nathan L. 
Miller, who ran on a platform one of whose principal 
planks was a pledge to work out a constructive policy 
toward public utilities. Particular mention was given 
_in the platform and in Judge Miller’s speeches to the 
seriousness: of the traction situation where, it was 
stated, a solution was necessary for the good of the pub- 
lic. Heaven knows that this is so. Mayor Hylan in 
New York rides the 5-cent fare hobby at least as con- 
sistently as Mayor Thompson of Chicago. 

As to how the new Governor will proceed, no one now 
knows. He has announced that he favors a sufficient 
centralization of authority that there may result 
specific responsibility which can be located. From this 
there should proceed a constructive and not a destruc- 
tive program. The only interpretation which appar- 
ently can be placed on this is that, among other things, 
the hands of the public service commissions will be 
strengthened enough to allow them ‘to perform their 
legitimate duties. This we hope will be the case. It is 
further to be hoped that Judge Miller will keep the 
New York solution as free from politics as [Illinois 
seems to be full of ‘politics and that he will, as he 
appears to promise, base his constructive program on 
what the Federal Electric Railways Commission was 
pleased to call “the principles of ordinary economic and 
business common sense.” 


This Broker 
Should Wake Up 


E RECENTLY noticed the following advertise- 
ment over the name of a New York broker- 
age house: 
The Term Public Utility 


too often confuses the investor who does not take time to 
discriminate. The many electrical power properties whose 
financial structures are sound and whose earnings show 
good increases from year to year should not be discrimi- 
nated against because of the peculiar situation surrounding 
street railways. May we send you data and statistics on 
several electric issues which we believe are particularly 
attractive at this time. 


The advertisement tells its own story. There is no 
doubt that for a number of years there has been a 
feeling, and justly, by investors against electric rail- 
ways as an investment. ‘These properties have been 
held down to an unprofitable fare while industrial cor- 
porations have increased their prices at will. We 
believe now, however, that conditions have changed. 
The right of the utility to a reasonable return is being 
recognized generally, and the idea that the fare must 
remain fixed, irrespective of the cost of operation, is 
now discredited. We anticipate that it will not be long 
_ before electric railways will again be accepted as pre- 
senting the soundest opportunities for investment, as 
they supply a necessity. People have to ride, and bad 
_ times have been found to affect the business done by the 
street railways less than almost any other trade. 

The broker is behind the times. He should wake up. 
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Let’s Get at All of the Facts 
Regarding Electrification 

N DISCUSSING the electrification of steam railroads 

we are looking to the future. It is true that the 
length of track electrified to date is a small part of the 
whole, and also that the war caused a cessation of 
activity. It is true also that in the past the proponents 
have not been able to agree on the best system for 
adoption. It is true again that the steam locomotive 
has been improved greatly in recent years. But in 
spite of all this we cannot escape the conviction that 
electric power possesses certain inherent characteristics 
which will make it more attractive economically as the 
years go by; in other words, that time favors its wider 
adoption, in transportation as elsewhere. 

In the meantime the underlying facts must be brought 
out and agreed upon and a spirit of co-operation among 
railroad men, consulting engineers and manufacturers 
must be fostered. Meetings of such a nature as that 
held by mechanical and electrical engineers in New 
York on Oct. 22 are a factor in such fostering. We 
have given a great, deal of space to the report of 
this meeting because it reflected thought and experience 
on electrification from so many angles. In this week’s 
issue appears the contribution by A. W. Gibbs, who 
occupies a position which gives his opinion unusual 
weight. The Pennsylvania Railroad, of which he is 
chief mechanical engineer, has been one of the most 
consistent, though conservative, advocates of judicious 
electrification. It has had experience, directly and 
indirectly, with several types of equipment. Its 600- 
volt direct-current locomotives at the New York terminal 
have made an honorable record. At Philadelphia the 
single-phase system with multiple-unit cars has done 
well, also. The Long Island and West Jersey & Seashore 
Railroads were pioneers in heavy direct-current 
multiple-unit operation. The Norfolk & Western, in 
which the Pennsylvania is heavily interested, was, of 
course, the pioneer in the application of the single-phase, 
three-phase locomotive, with which the Pennsylvania 
itself is experimenting on its main line with a view to 
adoption on the division operating over the Alleghany 
Mountains. This forms the background for Mr. Gibbs’ 
comments on the papers presented by the respective 
advocates of steam and electric propulsion at the afore- 
said meeting. 

The New York meeting has been criticized because it 
was alleged not to have reached any conclusions and 
because the speakers did not make the most of their 
opportunity to crystallize the information which they 
supplied. While this criticism may be justified in part, 
we believe that the meeting served an important pur- 
pose in bringing out facts regarding both steam and 
electric locomotive operation. It will, however, be a 
more encouraging sign when steam railroad men, par- 
ticularly those who are connected with the engineering 
departments, exert greater initiative in bringing out 
such facts. At present there is too much antagonism 
between the mechanical and the electrical divisions of 
the engineering group. Railroad managers really seem 
to be more interested in electrification prospects than 
railroad engineers. The engineers need to get closer to- 
gether; the best way for them to do this is to keep on dis- 
cussing the subject at engineering meetings. It will be 
the duty of the technical press to digest the proceedings 
of these méetings, without bias, and to interpret them 
with reference to the over-all advancement of economical 
transportation. 
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New York Utility Commission at Work 


The First District Commission of New York Approves Issue of $26,000,000 of Securities 
During 1919 and Regulates Public Utilities Capitalized 
at Nearly $2,000,000,000 


utilities, capitalized at $1,716,162,100 in the year 

1919, in Greater New York is no small task. Their 
capitalization has very nearly doubled since July 1, 
1907, when the First District Public Service Commis- 
sion was organized in accord- 
ance with an act of the New 
York Legislature. Seventy- 
five per cent of this present 
capital represents the securi- 
ties of common carriers, the 
ratio being relatively high be- 
cause of the fact that tele- 
phone and telegraph corpora- 
tions, even in Greater New 
York, are regulated by the 
Second District Commission. 

The organization of the 
commissions of New York 
State is unique. The acts plac- 
ing the railroads of the state 
under commission control date 
back as far as 1851 and 1875. 
In 1891, however, the so-called 
“rapid transit act’? was en- 
acted by the Legislature. This 
act, as its name implies, es- 
tablished a special commission 
having jurisdiction over the 
plans, contracts, construction 
and operation of the rapid 
transit lines, and particularly 
the new subways. It was far 
removed from the public utility laws as they are now 
generally known. In fact, it was an amendment to 
the steam railroad acts of 1851 and 1875. 

In ‘the year 1907 the Legislature passed the “public 
service commission law,” which, with slight amend- 
ment, was in effect until 1919. This law established 
two commissions, one for the “First District,” consist- 
ing of Greater New York, and the other for the “Second 
District,” which had jurisdiction over the remainder 
of the state utilities and the telephone and ieee 
corporations within Greater New York. 

The organization and activities of the Second Dis- 
trict Commission were described in detail in the ELEc- 
TRIC RAILWAY JOURNAL, Dec. 30, 1916, page 1330, and 
Feb. 3, 1917, page 196. 

Under the public service commissions law of 1907, 
the Public Service Commission of the First District 
not only regulated the public service corporations within 
its district but it planned and supervised the construc- 
tion and operation of the rapid transit railroads. In 
accordance with the so-called “Foley laws” of 1919, 
however, the work of the commission was divided. The 
Public Service Commission of the First District now 
performs the customary commission duties within its 
territory, while a Transit Construction Commissioner, 
quite independent of the commission of both districts, 
is appointed by the Governor to take over the rapid 


r NHE regulation of more than a hundred large 
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transit construction work. This change involved con- 
siderable confusion at first, as many subordinate clerks 
and the records, files, etc., formerly more or less com- 

mon to the two lines of activity, were segregated 
with difficulty. The year 1919 was therefore one of 
transition. On May 26, 1919, 
Hon. John H. Delaney of 
Brooklyn was appointed by 
Governor Smith to the posi- 
tion of Transit Construction 
Commissioner, at a salary of 
$15,000 per annum. 

The First District Commis- 
sion is now a one-man organi- 
zation, Hon, Lewis Nixon hav- 
ing been appointed by the 
Governor to the office of Com- 
missioner at a salary of $15,- 
000 per annum for a term of 
five years. He assumed office 
May 3, 1919, the new plan go- 
ing into effect July, 1919. In 
accordance with the new law, 
Commissioner Nixon appoint- 
ed the following Deputy Com- 
missioners: Hon. Alfred M. 
Barrett, Borough of Queens, 
appointed June 19, 1919; Hon. 
Morgan T. Donnelly, Borough 
of Brooklyn, appointed Dec. 
30, 1919; Hon. Charles V. 
; Halley, Jr., Borough of Bronx, 
i appointed April 26, 1920. The 
salary_of a Deputy Commissioner is $7,500. Provision is 
made for a secretary for the Commissioner at a salary 
of $4,200 and one for each Deputy Commissioner at a 
salary of $3,000. The secretary of the commission, 
James B. Walker, under whose direction are found a 
number of bureaus, fills a position of large responsi- 
bility. The counsel, in charge of the legal department, 
is Terrance Farley. 


FUNCTIONS OF COMMISSION 


Originally the commission had placed upon it by 
legislative enactment.the usual regulatory duties in 
connection with issuance of securities, establishment 
of rates, checking of service conditions, accidents, etc., 
of railroads, both steam and electric; light, power, 
and gas corporations, etc. A later amendment placed 
the baggage, terminal railroad, stage coach and bus 
lines, electric conduit and steam distributing corpora- 
tions under the authority of the commission. In spite 
of this fact the municipal government of New York 
City continuously and consistently resisted commis- 
sion control of bus line activities. This feature of 
utility regulation is of particular interest at present, 
for the jurisdiction of commissions over such lines is 


subject to investigation and controversy PPOs RS the | 


country. 
Another unique feature of the early New York act 
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provided that of the expenses of the commission only 
the salaries of the commissioners, counsel and secre- 
tary, amounting to approximately $91,000 for the First 
District, should be borne by the State. The remainder 
was to have been paid by the city of New York. The 
legislative enactments of 1916, however, provided that 
expenses incurred in regulatory work should be paid 
in the future by the State, the remainder by the city. 
Thus, in 1917 the State paid the largest amount ($252,- 
389) ever expended up to that time as its share of the 
commission expense for this district. The share of the 
city was, during this year, more than $3,000,000. It 
should be remembered, however, that much of this ex- 
pense in connection with the 
new subway construction, paid 
under the rapid transit act, 
was charged to the rapid tran- 
sit lines and will eventually 


») be paid back to the city 

¢ through earnings set aside in 
an amortization fund. 

During the first decade 


from 1907 to 1917 this com- 

mission, in its regular routine 

of activities, held 2,200 formal 

hearings, settled 15,000 com- 

plaints and supervised the is- 

sue of securities to the extent 

of $700,000,000. Electric me- 

ters have been tested, upon 

} complaint only, to the extent 

of 6,000, while a rather more 

exacting policy with regard to 

gas meter testing has involved 

more than 4,000,000 labora- 
tory calibrations. 

As far as the supervision 

of rapid transit construction 
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1. Preparation of charted data and statistics for 
public consumption. 

2. Investigations and reports to the commission in 
connection with hearings. 

3. Study by accountants of books of utilities to deter- 
mine financial status for decisions of the commission 
upon the issues of securities. 

4. Replies to inquiries 
specific cases. 

Aside from the voluminous record of operating statis- 
tics of the utilities published in the annual report of 
the commission, there is prepared by this department 
a series of quarterly pamphlet reports of each of the 
street railway companies of 
the city. These reports, which 
may be had for the asking 
by any one interested in rail- 
way operating conditions, set 
forth the following informa- 
tion for the quarter immedi- 
ately preceding the date of 
issue of the report: 

1. Operating revenue, sub- 
divided by roads; transfer 
and fare passengers: increase 
over previous quarter, etc. 

2. Revenue car-miles. 

3. Operating expenses and 
taxes; total and _ detailed 
items, including maintenance, 
depreciation reserves, in- 
juries, general expense, etc. 

4. Gross and net income. 

5. Balance sheet. 

6. Traffic statistics, includ- 
ing miles of track, passenger 
cars operated, car-hours, car- 
miles, seat-miles, revenue car- 


from outside regarding 


was concerned, the greatest 
amount of work accomplished 
was in the year 1916, although 
the commission employees, numbering 11,000 in that 
year, represented about one-half the force necessary 
in 1914 to 1915. 

The widely varying work of the commission is car- 
ried on by seven departments and bureaus, designated 
as follows: 

1. Statistics and Accounts—Dr. A. F.’ Webber, chief 
4 statistician. 

2. Equipment and Electrical Engineering—R. H. 
Nexsen, electrical engineer. 

3. Gas—William Merrifield, chief gas engineer. 

4. Grade Crossings—W. L. Selmar, assistant division 
engineer. 

5. Transit Bureau—Alexander Bassett, 
chief inspector of stations. 

6. Secretary’s-Department. 

7. Legal—Terrance Farley. 

The organization chart, reproduced herewith, gives 
a good idea of the relations of the various departments 
and the number of employees required by each. 


assistant 


DEPARTMENT OF STATISTICS AND ACCOUNTS 


: _ The analysis, tabulation and publication of cap- 

| italization, operating costs and other statistical data 

} reported by the utilities of the district are undertaken 

by this department. This work naturally divides itself 
i into four classes: 


ALFRED M. 
Just Appointed 


miles, ete. 

7. Operating revenue for 
twelve months. 

8. Operating expenses and taxes for twelve months. 

9. Gross and net income for twelve months. 

“Monthly Broadsides,” similar to that reproduced 
herewith, indicating traffic and financial conditions, 
month by month, are found to be in great favor by 
banks, bond houses, real estate agents and the daily 
press. 


BARRETT 
Commissioner 


PROBLEM OF PREPARING DETAILED STATISTICS 
Is A DIFFICULT ONE 


The problem of preparing such detailed statistics for 
the thirty-six operating and twenty-three lessor rail- 
way companies of New York is a difficult one. In no 
other city is the railway industry so subdivided and 
interconnected. The monthly report, for example, com- 
bines fifteen subordinate. companies’ reports of the 
Third Avenue Railway alone into a single record. 

The accountants of this department do not check up 
regularly the accounts of the utilities as is done in 
some states, but make special investigations of their 
books pending rate or security hearings. In order to 
establish, for example, the correct status of proposed 
and early.bond issues in one recent case which attracted 
considerable attention, i.e., the New York & Richmond 
Gas case, it was necessary to trace accounts back 
through the books of the parent organizations to the 
year 1860. 
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A great deal of pioneer work was necessarily done 
in connection with utility accounting by this depart- 
ment. With the exception of Massachusetts, no state 
had undertaken such investigations at the time this 
work was begun in New York. It is still difficult to 
arrive at a satisfactory and equitable basis for security 
issues for utilities in terms of either ‘book values” 
or “appraised values,” but 
much has been accomplished 
by making the best decision 
practicable, submitting it 
to the acid test of litiga- 
tion and profiting by the 
resulting court decision to 
establish mileposts for 
future work. 

With the salary limita- 
tions under which this work 
must be carried on, to- 
gether with the civil serv- 
ice examination policy 
which applies to such posi- 
tions, it is not possible at 
present to do as much as 
in some other states in pro- 
portion to the magnitude of the utilities involved. 
Boys starting in the office at $50 per month are ad- 
vanced, by promotion examinations, to statistical 
clerks at $90 a month. Clerks’ salaries vary from $60 
to $90-and stenographers from $75 to $125 a month, 
The accountants range from the junior grade at an 
annual salary of $1,380 to the more responsible positions 
paying $4,000 per annum. Statisticians are paid by 
this department from $1,380 for the junior grade to 
$5,000 for the chief of division of accountants or assist- 
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Secretary of First District 
Commission 
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and statisticians, excluding clerks and stenographers, 
for this department is to be $79,701 for the year 1920, 
in effect July 1. 


DEPARTMENT OF EQUIPMENT AND ELECTRICAL 
ENGINEERING 


This department, under the direction of the electrical 
engineer of the commission, R. H. Nexsen, is really the 
technical or engineering section of the organization. 
The work is classified into eight divisions: 


1. Electrical testing laboratory. 

2. Appraisal. 

3. Accident investigation and equipment inspection. 
4. Construction accounts, 

5. Engineering statistics. | 

6. Power equipment and special investigations. 

7. Track and cable inspection. 

8. Locomotive boiler inspection. 


Electrical Testing Laboratory.—An electrical testing 
and calibrating laboratory was installed by the com- 
mission in 1908 for the purpose of calibrating con- 
sumers’ watt-hour meters upon complaint and the 
primary standards of the utilities. At first the standards 
of the commission were checked by outside testing 
laboratories, but in 1910 precision instruments, checked 
regularly by the United States Bureau of Standards at 
Washington, were adopted. 

One interesting feature of the work of this labora- 
tory, in co-operation with the National Board of Fire 
Underwriters, is the testing and approval of all new 
types of watt-hour meters, auxiliary devices used in 
connection therewith, transformers, switches, electrical 
fittings, etc., before such can be placed in use by the 
utility. Between 5,000 and 6,000 such devices have 
already been tested and approved for use. 
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ant chief statistician. The payroll for the accountants In connection with these tests and inspections of 
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utility construction there is practically no overlapping 


with the inspection work of the Department of Water 
Supply, Gas and Electricity of New York City, which 
maintains a large inspection organization. The latter 
confines its activities, however, to the customers’ wiring 
and appliances inside the meter connection, while the 
commission is interested in the distribution system as 
far as the service switch. For example, recording 
voltmeters are installed by this division from time to 
time in various sections of the city to make sure that 
proper voltage is being maintained, and both construc- 
tion and service standards are insisted upon. 
Appraisal—The work of inventory and appraisal, 
always a very important feature of commission work, 
is no exception to the rule in the case of the first 
district. During the past ten years this staff has 
varied from eight to fifty employees and has com- 
pleted-valuations upon $300,000,000 worth of property. 
It has been impossible in many cases to make detailed 
appraisals because of inability to secure technical 
assistance sufficient for the task. Valuations made by 
outside engineering firms have been “spot checked” by 
commission representatives. It is hoped that a con- 
tinuous inventory may be established and kept up to 
date in the near future for the large utilities. This 
is done with the small corporations only at present. 
With regard to depreciation ‘reserves, often a con- 
troversial problem, this commission has consistently 
maintained the equity and justice of so-called “straight- 
line” method of setting aside a depreciation fund. 
Accident Investigation and Equipment Inspection.— 
The public service commissions law definitely places 
upon the commission the duty of investigating the 
eauses of all accidents which have resulted in loss of 
life, injury to persons or damage to property through 
the operation of public utilities under its jurisdiction 
and which, in its judgment, require investigation. Un- 
der this ruling utilities are required to report by 


‘telephone to the commission such accidents immediately 


after they occur, and to follow this up with a written 
report upon prescribed forms. The office is kept open 
twenty-four hours a day for the purpose of receiving 
the telephone reports. A monthly summary form used 
by the commission for the railway accidents is repro- 
duced herewith. In this form the totals of accidents 
ef each type reported for the ten months ended Oct. 
31, 1919, have been filled in for reference purposes. 


‘This department handles an average of 3,500 reports 


per month, including those for light and power utilities, 
suitable but separate report forms being provided. 

Car inspection, as carried on by this department, is 
accomplished by two inspectors for the railways of 
each of the large boroughs and one inspector for the 
Borough of Richmond. One office inspector in addi- 
tion analyzes the reports as they are filed in the 
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....Over Bodly....:. 
Width over all (both running boards down on open cars). 
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RECORDS OF EQUIPMENT ARE KEPT ON 
“CAR DATA” CARD 


office and recommends necessary informal suggestions 
through the head of the department to the railway engi- 
neers and foremen. A portion of his time is devoted to 
the Long Island, the New York Central and the N. Y., 
N. H. & H. Railroads. These inspectors must neces- 
sarily have been engineers, assistant engineers of equip- 
ment or carhouse foremen with some large railway 
company before appointment to such a position. 

The field of the inspector is purposely limited to 
such local equipment as he may understand thoroughly 
in order that he may readily and intelligently pass 
upon the adequacy of repairs and the value of proposed 
improvements. 

The inspection of rolling stock is carried on inde- 
pendently of any company inspection, although the 
schedule of the company with respect to frequency of 
inspections is followed as closely as possible. Normally 
each carhouse is visited for this purpose about once 
every three weeks. Records of car equipment are kept 
by inspectors on “Car Data” cards, illustrated herewith. 

With the exception of serious conditions of equip- 
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f MONTHLY “‘BROADSIDE” STATEMENT OF ELECTRIC RAILROADS OF GREATER NEW YORK 
(March 1920) 


Number of 3). Free Revenue - Street Railway Operating —————————_, 
Revenue Transfers sar 
Company Passengers J Collected Mileage Revenue Expenses Taxes Income 
Rapid transit lines: aa 

_ Diyision......... 56,777,391 N.R. , 8,112,403  $3,039;539.62  $1,659,070.85 $37,372.84  $1,343,095.93 
eee een ME Division 323 9ion 34,519,945 N.R. 6,296,997 1,837,021 .73 1,170,642.36 191,438.85 474,939.52 
New York Consolidated, Receiver (B.R.T.) 36,032,153 41,208 4,926,075 1,859,980. 57 1,333,958. 44 81,720.27 444,301.86 
if a 127,329,489 41,208 19,335,475  $6,736,541.92  $4,163,671.65 $310,532.96  $2,262,337.31 
Huon ‘Chen Ponta e es nae os es PENN a usiiw we wre wie. 847,123 594,845.65 312,148.66 34,386.20 248,310.79 
Total yapid teaneliters sass exten eee eee es 136,433,629 41,208 20,182,598  $7,331,387.57 $4,475,820. 31 $344,919.16 $2,510,648.10 
Moen cea eee Ps tat ae eee 33,364,116 3,622,030 3,492,842  $1,771,585.17  $1,783,285.76 $153,267.52 D $164,968.11 
Richnond Light & Railroad... _ eee 922,914 128,448 126,172 46,448.98 55,527.39 2,652.54 —_D.11,730.95 
Total surface lines. .........0.--2 0000+ 73 164 325 8, 130.003 8,431,003  $3.805,174.52 $3 873.033. 90 $276.061.74 D $303,°71.12 
Grand total Seat «et ee Cea 209,597,954 8,171,211 28,813,601 $11,136,512.09 $8,308,854 21 $620,980 90 $2,706,676.98 

Sr MO Roe ae ; Solel 186,121,558 24,689,217 30,583,968  $9,704,202.01 $6,712,035.21 $600,259.64 $2,391,907.61 

mee sis gp vee 1a Sse 23,476,396 D 16,518,006 D 1,770,367 = $1,432,310.08 1,596,819. 00 20,721.26 D 185,230.81 
12.61 D 66.90 D 5.79 14.76 23.79 3.45 D.7,.74 
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“D” designates a deficit ordecrease from corresponding month of preceding year. 
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Note: These statis- 


' ties relate to acci- 
dents at grade 
crossings only. 
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THE DEPARTMENT OF STATISTICS AND ACCOUNTS PREPARES A REPORT OF ALL RAILWAYS IN NEW YORK 
ACCIDENTS DUE TO GRADE CROSSINGS HAVE BEEN GREATLY REDUCED WHILE 


TRAFFIC HAS BEEN INCREASING 


ment which may be immediately brought to the atten- 
tion of the carhouse foremen by the inspector of the 
commission, the reports of such inspector are filed 
with the commission’s departmental office for analysis. 
If, as a result of such a study of a series of either 
inspectors’ or accident and service interruption reports, 
an epidemic of failures or accidents seems to be in 
evidence, the matter is informally taken up with the 
foreman or superintendent in charge. Only upon rare 
occasions of serious faults in equinment or of con- 
tinued failure to correct weaknesses after informal 


suggestions have been made is a formal order issued 


by -the commission. The policy is therefore one of 
co-operation, looking toward better service in which 
both commission and railway corporation are inter- 
ested, rather than the declaration of many- iron-clad 
rules to be arbitrarily enforced. 

Complaints coming from outside sources regarding the 
condition or adequacy of the equipment are also fol- 
lowed up as special investigations by inspectors in 
addition to their routine duties. 

The Division of Construction Accounts, within this 
department, investigates past, present and estimated 
future expenditures for construction work of the utility 
corporations for special reports to the department of 
statistics and accounts or direct to the commission. 
These reports are used in determining the amount of 
capitalization to be approved. 

Engineering Statistics—Quite apart from the work 
of the department of statistics and accounts, but acting 
in co-operation therewith, is the division of engineer- 
ing statistics. In this division of the department of 
electrical equipment and inspection data and unit costs 
of materials and labor for all types of utility con- 
struction are determined, classified and _ tabulated. 
These are used principally in making appraisals. Costs 


of materials and labor are made up from the actual 
vouchers of the utilities as well as from market quota- 
tions. A historical record of unit and trend prices 
extending back to the organization of the commission 
in 1907 and in many instances to original values 
recorded by the corporation is maintained. 

The Division of Power Equipment and Special 
Investigations has to do with special technical problems 
arising from complaints or questions of operation. It 
is, from a regulatory standpoint, one of the most 
important of the commission. Graduate engineers hav- 
ing had considerable general experience are necessary 
for the proper carrying out of the work. On account 
of the comparatively low salaries available from the 
State and with the great demand for engineers every- 
where it has been impossible fully to man this division. 

All new rate schedules, and riders to rate schedules 
which may affect rates, which are submitted to the 
commission for approval are referred to the electrical 
engineer. As the fundamental principles of such sched- 
ules are engineering problems, they are naturally 
worked out by this division. : 

Regulation and safety rules for the protection of 
employees in. power plants are prepared. Inspections 
and studies leading to recommendations for emergency 
exits, telephone lines, signals and speed control, par- 
ticularly upon subway and elevated roads, are carried 
on and problems of braking trains, brake-rigging and 
lubrication are investigated. Emergency lighting in 
ears by means of storage batteries, in the event of 
interruption of power supply, represents another impor- 
tant study. Recommendations are made leading to the 
provision of fire extinguishers in cars, the elimination 
of wooden cars and inflammable material from the 
subways, rearrangement of cables, etc. 

Many engineering problems in connection with power 
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plants and substations are involved in the work of this 
division, such as suggested changes in type, arrange- 
ment and rehabilitation of equipment, available capacity 
of generating and feeder systems and particularly the 
coal supply. 

Attention of the Interstate Commerce Commission 
was called, as far back as March 30 of this year, to the 
impending shortage of coal this past summer. At the 
time the investigation was made, weekly shipments to 
New York utilities were 50,000 tons behind schedule and 
no start had been made during July upon the 480,000- 
ton coal reserve usually on hand at that time for winter. 
Car shipments were therefore traced and the commis- 
sion informed from week to week regarding the fuel 
status. | 

Car studies made by this division, although considered 
as details by the traveling public, involve long and 
painstaking investigations. These include such matters 
as the relocation of bumpers and changes of draftgear 
to permit cars of one system to assist those of another 
in cases of emergency, improvements in motor suspen- 
sion to avoid failure and delay of traffic, types of plat- 
form, gates, height of car steps, forms of wheel guards, 
fenders, etc. 

Stations and other railway structures are examined 
with respect to their proper lighting, arrangement of 
platforms, exits, signs, locations of cables with respect 
to platforms and bridges, obstructions to traffic such as 
pillars, narrow clearances, etc. 

_ Track and Cable Inspection Division.—Two thousand 
miles of surface tracks and pavement are inspected and 
recommendations and estimates covering proposed re- 
building and maintenance are prepared by this division. 
Complaints, approximating 100 in number during the 


SUMMARY 
oF 
CLASSIFIED MONTHLY ACCIDENT REPORTS 


year 1919, relating to track conditions, speed of trains, 
signal conditions, stations, smoke nuisance, ventilation 
of trains, etc., were investigated and reported upon. 
Seventy-four route-miles of subway and nearly 1,100 
elevated and subway stations were inspected during the 
year with respect to regular operating conditions and 
maintenance. 

Division of Locomotive Boiler Inspection—Inspectors 
of this division have reported upon the conditions of 
locomotive boilers within the district, analyzed in detail 
and classified the faults found therein. Reports are 
made to the railroad officials recommending repairs of 
these conditions. 


DEPARTMENT OF GAS 


This department operates in co-operation with the 
Department of Equipment and Electrical Engineering 
with respect to tests upon customers’ electric watt-hour 
meters. Technical electrical problems are referred to 
the latter department, while routine tests resulting from 
complaints are carried on by Mr. Merrifield’s organi- 
zation. 

In the case of gas meters, every meter is tested in 
the laboratory and sealed before it goes into service. 
A variation of plus or minus 2 per cent is allowed on 
gas meters and a possible error of plus or minus 4 per 
cent on electric meters. It is of interest to learn that 
of the electric meters tested last year the weighted 
average was found to be 1.5 per cent fast. In the case 
of the gas meters tested the weighted average was from 
2.5 to 3 per cent slow. During the past year 3,100 gas 
complaints were handled, of which 1,250 involved meter 
tests. Only 242 electric meters were tested during this 
period. Nearly 300,000 gas meters were tested in 1919. 


EQUIPMENT INSPECTION BUREAU 
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It is generally true that the gas complaints are far in 
excess of those upon the electric system. Such gas 
complaints are always greater in number during a 
period of general publicity in connection with a gas 
case before the commission, and reports from the second 
district indicate an interesting psychological effect mani- 
fested in a flood of 90 per cent of the total complaints 
located in the suburban district surrounding New York 
City when a rate case was being heard in the city itself. 

In contrast to the policies of most other commissions, 
the fee, ranging from 50 cents to $2.50, depending upon 
the size of the meter, is returned to the consumer in a 
complaint case if the gas meter is found to be more than 
2 per cent in error, while if the meter is within the 
permissible error the commission keeps the fee. In 
neither case does any portion of the fee revert to the 
utility. 

The commission has not exercised its right to make 
tests of the quality of gas furnished by the utilities, 
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struction commissioner, previously outlined, is the 
transit bureau of the First District Commission. The 
organization of the latter includes an assistant chief 
inspector of stations, a supervising inspector, assistant 
supervising inspector and transit inspector. 

Complaints regarding railway service involving the 
operation of trains and cars upon the surface, elevated 
and subway systems of the First District are referred 
for investigation to this transit bureau. Its functions 
also include the making of traffic surveys, the study of 
the adequate heating and ventilation of cars, station 
and terminal facilities, transfers, rates of fare, express 
and freight charges, etc. 

During the year 1919 this bureau inspected the 
operating conditions upon thirty-eight lines of rapid 
transit railroads and 166 lines operated by the surface 
railway companies. It has investigated a total of 687 


complaints regarding service and facilities upon these 
lines. 


This is a smaller number than has been filed in 
any previous year since the commis- 
sion was created. The manner of han- 
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dling these complaints and the policy 
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issuance of a minimum number of 


formal orders to remedy operating 
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faults is the same as that described 
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in connection with the inspection of 
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rolling stock. In fact, the inspectors 
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of the transit bureau and the division 


Rails | 


of accident investigation and equip- 
ment inspection work in co-operation 
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on many of these problems before any 
report is made to the commission or to 
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Until recently little attention has 
been given by the New York Legis- 
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lature to appropriations for grade- 
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crossing elimination in the first dis- 
trict. This was probably due to the 
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fact that there are 8,000 such cross- 
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ings in the second district as compared 


1919 Costs as Per Cent Excess over 1914 Costs 


“THE REASON WHY” INCREASED FARES ARE NEEDED IN NEW YORK 


although this is done by the city. No B.t.u. standard is 
prescribed, but the original candle-power basis using 
an open-flame burner is still in vogue. Gas pressure 
surveys are made by the commission’s staff in an 
endeavor to assure a pressure between a minimum of 
2 in. and a maximum of 6 in. of water. Recently it has 
been a difficult problem for the gas companies to main- 
tain a satisfactory quality of gas. With a large portion 
of the gas necessarily manufactured from crude oil and 
the larger amounts of the gas-producing oil used either 
for gasoline or lubricants, the inflammable gas content 
of good quality has been greatly reduced. 

This department also handles complaints of consumers 
regarding their bills rendered by the utility. Investiga- 
tion is made of the company’s books and an adjustment 
recommended if an error is found. Application of con- 
sumers for extension of service beyond the existing 
distribution system are referred to this bureau for 
informal investigation. Formal petitions covering such 
matters are prepared later by the legal department. 

Not to be confused with the work of the transit con- 


with 400 in the first district. The law 
of 1907 provides that the expense of 
such elimination in the first district 
should be apportioned one-fourth to the state, one-fourth 
to the city of New York and one-half to the railroad 
involved. Since that time the state has appropriated 
$950,000 as its share toward this work. As a result 
some badly needed improvements have been made in 
Flushing and Queens, L. I., and on Staten Island. Other 
work was held up under order of the Director-General 
of Railroads during the war, directed toward the elimi- 
nation of capital expenditures. No appropriation has 
been made for this work since 1917. The commission 
has recommended some necessary changes upon the Far 
Rockaway branch of the Long Island Railroad, but 
differences of opinion between the public, desiring the 
depressed grade, costing more than $2,000,000, recom- 
mended by the commission, and the railroad officials, 
recommending an elevated structure, involving an ex- 
pense of about $1,250,000, have delayed action up to this 
time. 

The serious nature of the grade-crossing problem is 
evident from the accomipanying chart indicating the 
number of grade-crossing accidents. It will be noted 
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that the number of passengers transported per accident 
has been greatly increased during the last decade upon 
the road having the greatest number of grade crossings. 
The total accidents upon all the roads of the district have 
been greatly reduced as well. However, the increase of 
the injuries from eighteen to thirty-five in the year 1917 
and the fatal accidents from six to seventeen upon one 
road in 1918, when large numbers of soldiers were being 
handled, indicate that further attention to this matter 
is necessary. 

This commission, particularly through the interest 
and activity of its secretary, J. B. Walker, was largely 
responsible for the recommendation made by the Na- 
tional Association of Railroad and Utility Commission- 
ers concerning the national adoption of uniform grade 


crossing gates, warning signs and watchmen’s signals. 


The committee of this association, of which Mr. Walker 
was chairman in 1917, to which was assigned the duty 
of studying grade-crossing elimination and protection, 
in conference with a similar committee of the Ameri- 
can Railroad Association, agreed upon the standard 
protective devices reproduced herewith, which have 
since been adopted by twenty of the forty-seven states 
having public service commissions. They include striped 
gates, watchmen’s “Stop Signals,” red lights, universally 
indicating “danger,” at night and standard warning 
signs to be installed 300 ft. upon either side of all grade 
crossings. 

These safety devices are provided by the railroads 
and delivered to the city, county or state authorities 
having control of the crossings, who are expected to 
install and maintain them. They are becoming well 
known already in New England, New York and Chicago 
districts. 

SECRETARY’S DEPARTMENT 


The secretary of the commission, James B. Walker, 
and Frank N. Robinson, assistant secretary, are the 
intermediary officials acting between the commission 
and the public. In the secretary’s office reports of the 
various departments and rulings of the commission are 
given to the press and the annual report of the work of 
the commission is prepared. 

Reporting to the secretary’s office are to be found the 
following bureaus: 

1. Calendar, minutes and proceedings. 

2. Chief clerk. 

8. Library and franchise records. 

4. Printing and proofreading. 

5. Filing. 

‘6. Mailing. 

7. Storeroom. 

The bureau of calendar, minutes and proceedings, 
under the direction of Harry B. Mintz, junior assistant 
counsel, prepares a weekly calendar of the pending hear- 
ings scheduled for the commission. Emergency and 
very important hearings may be given special attention 
and notification to the public. Abstracts of the impor- 
tant decisions are made after a hearing in mimeograph 
form for the press, heads of departments and other 
interested parties. The complete minutes of the meet- 
ing are also written up for a permanent record. In 
addition a “document book” is prepared in narrative 
form covering the dates and features of interest. 

The chief clerk’s office, under the direction of J oseph 
Higman, in co-operation with the auditor, is responsible 
for the bookkeeping, accounting, voucher system, etc., 
of the commission. 
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The bureau of library and franchise records, directed 
by Ralph R. Munroe, junior assistant counsel, estab- 
lished and for many years maintained a very complete 
library, comprising court and ofticial commission deci- 
sions, corporation franchises, etc., for the combined 
regulatory and rapid transit construction activities. 
Recently an attempt has been made with some difficulty 
to separate the records of the two commissions. The 
files in this department contain some 10,000 documents 
of the corporations, together with a very valuable collec- 
tion of track franchise maps indicating the ownership 
of the rights-of-way and track in the entire district. 
Accurate records of utility corporate names and lists 
of officials are also included in this department. An 
information bureau, carrying on research work looking 
toward franchise decisions, technica! papers and reports, 
is also maintained. 

The proofreading, filing, mailing and storeroom bu- 
reaus are self-explanatory, corresponding to depart- 
ments bearing similar titles in other large offices. 


RAILWAY PROBLEMS Most ACUTE 


The commission evidently recognizes the seriousness 


of the traction problem in New York City. This is 
STANDARD STOP SIGNS, ADOPTED LARGELY THROUGH 


THE EFFORTS OF MR. WALKER 


clearly indicated in the following statement, which ap- 
pears in its annual report for 1919: 


The year just closed has been a crucial one in the annals 
of street railroad operation throughout the country, and 
perhaps in no other place has the problem of continuing 
satisfactory operation in the face of steadily rising costs 
been so acute as it has been and is now in the city of New 
York. This is necessarily true from the nature of the local 
conditions. Greater New York has a population approach- 
ing 6,000,000 and an area of approximately 315 square 
miles, equivalent to a tract of 202,068 acres. With its 
unusual topographical conditions, a daily movement of 
nearly 3,000,000 people toward a common center in the 
morning and away from it in the evening is required, so 
that the industrial life of the metropolis is absolutely de- 
pendent upon the normal functioning of the transit sys- 
tems. . 

For many years the street car fare in New York City 
has been constant at 5 cents. The people have been edu- 
cated to a flat fare, irrespective of the distance covered. 
They cheerfully pay 5 cents for a ride of three blocks, and 
as cheerfully accept a ride of 21 miles for the same amount. 
Since the World War began, in 1914, the cost of operating 
these lines has been very considerably advanced. The com- 
panies pay more—in many cases 100 per cent more—for 
materials, for labor and for all other elements entering 
into the maintenance and operation of the street railroad 
system than they did five years ago. A subway motor 
ear which cost $12,500 five years ago now costs $25,000. 
A double-truck trolley car, which could then be bought for 
$6,000, now costs $14,000. The ordinary laborer, who for- 
merly received 20 cents an hour, is now getting upward of 
40 cents, and skilled labor of all kinds demands and re- 
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ceives a corresponding increase in pay. Hence, the cost 
of maintaining, in good condition, every mile of track, every 
power house, every underground conduit and overhead trol- 
ley wire, every car in operation, has more than doubled in 
the last five years. Yet, notwithstanding the increased cost 
of operation, the revenues of the street railroads, generally 
speaking, have remained the same as they were before the 
war, except for additional income derived from the normal 
increase in traffic, which of course demanded additional 
expense for the extra facilities and equipment required to 
handle such increase. Efforts which the street railroads 
have made to obtain increased revenue by increasing fares 
have generally proved abortive. The reason for this is, 
on the one hand, the ruling of the Court of Appeals of 
this State in holding that the Public Service Commission 
had not been given power by the Legislature to permit in- 
creases in fares fixed by municipal franchises based on con- 
stitutional consents and, on the other hand, the reluctance 
of the present municipal administration of New York City 
to discuss changes in any existing contract which might 
entail an increase in fare. 

Generally speaking, there is no question that the street 
railroads of the city need relief. Such relief, under present 
conditions, should come from such rates as would meet the 
cost of service, provided the companies make corresponding 
concessions to the public. Investigations of the situation 
have been sufficiently thorough to justify this statement. 
The measure of relief is a matter which can be determined 
only by a detailed investigation into each particular case. 

Such an investigation was made by the commission 
upon request of the 1920 session of the Legislature and 
was reported upon in considerable detail on March 1, 
1920. Some of the results depicted in curves reproduced 
herewith are very significant. In brief, the conclusion 
of the investigation is summed up by Commissioner 
Nixon as follows: 

It is not possible for all the traction companies to give 
adequate service at the present fare if present conditions 
continue, 

My recommendation in brief is that a flexible fare, based 
upon the cost of service, be established. 

On Nov. 5 Mr. Nixon resigned and Governor Smith 
appointed Alfred M. Barrett, Deputy Commissioner, 
as his successor for the unexpired term. 

Although the work of the commission is seen to be 
very diversified, comprising as it does many different 
types of utilities, the railway problem requires most of 
its attention. In second place, with respect to its 
serious financial condition, will be found the gas cor- 
porations. The electric light and power utilities, in 
general, are embarrassed during this period of recon- 
struction to a less extent. 


Cornell Society of Engineers 


N LINE with the combining of all the colleges of 

engineering at Cornell University into one college of 
engineering, the Cornell Society of Civil Engineers has 
changed its name to the Cornell Society of Engineers 
and has amended the constitution to make all Cornell 
engineers eligible for membership. 

The Cornell Society of Civil Engineers was started 
in 1905. Civil engineers only were eligible for mem- 
bership. From its inception it has had the support 
of Cornell civil engineers and now has a membership 
list of 1,025. The executive committee has been en- 
larged to include the following graduates from the 
Sibley College of Mechanical Engineering: E. B. Katté, 
S. B. Whinery, W. W. Macon, 8S. C. Finch and R. W. 
Weed, Jr. I. W. McConnell, Dwight P. Robinson & Com- 
pany, 125 East Forty-sixth Street, New York, is presi- 
dent. C. R. Harding, Southern Pacific Company, 165 
Broadway, is secretary-treasurer. 

The society holds occasional meetings and an annual 
banquet in January and has an employment committee. 
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Massachusetts Policies Considered 


Commissioner Jackson and Manager Hood Talk 
About Present Needs Before New Eng- 
land Street Railway Club 

HE Hon. James F. Jackson, chairman of the board 

of trustees of the Boston (Mass.) Elevated Railway, 
gave an encouraging address upon the electric railway 
outlook before the New England Street Railway Club 
Nov. 4. He touched upon his long and favorable oppor- 
tunities for study of the electric traction situation as 
former chairman of the old Massachusetts Railroad 
Commission, later as counsel for the Eastern Massachu- 
setts Street Railway and now associated with the 
direction of the Boston company. This experience led 
the speaker to conclude that today, as never before, the 
usefulness of the street railway is known and acknowl- 
edged. The public is now willing to help every honest 
effort to improve service. Patience must be exercised, 
however, as these betterments are worked out. 

Mr. Jackson urged giving out more official statements 
explaining causes of service interruption, whether 
avoidable or not. “The struggle for the 5-cent fare is 
over,” said the speaker, “and the industry is on its way 
upward. The climb will be long and hard, but the 
attainment of a new plane of finance and service is 
assured.” He pointed out that if the bankers have all 
the facts, operating companies will find it much less 
difficult to obtain their needed credits. Employees also 
should be kept informed as to the facts and plans of 
their properties and have an opportunity to share in the 
advancement and problems of the organizations for 
which they work. The personal character of the plat- 
form man’s skilled service was emphasized. Unless the 
men are courteous and alert, the wisdom of managers 
and executives will be of little avail. The speaker paid 
a high tribute to the growing spirit of co-operation 
among the employees of the Boston company and closed 
with an earnest plea for legislation to remove unjust 
paving and other burdens from operating companies. 
The public should be charged for service at proper cost. 

Ralph D. Hood, general manager Massachusetts 
Northeastern Street Railway, addressed the club 
earlier in the day upon the early development of electric 
railways and their creative and executive personnel in 
New England. Coming to present-day problems, he 
urged the adoption of “a broad and comprehensive 
service-at-cost plan, that will apply to all companies in 
the state and apply in the same way in each of the 
states, with provisions enabling the state authorities 
to assess on each municipal community its share of the 
required income in locations where the service-at-cost 
plan will not function to the extent needed to make the 
plan a success. In the cases where the public authori- 
ties do not consider the line necessary from the stand- 
point of public necessity, then that line should be dis- 
continued, thus lessening the burden to the company and 
the community and enabling the routes most needed to 
continue to function.” 


The Ontario Safety League has just issued, as special 
bulletin No. 62, a 17-in. x 22-in. poster, carrying in 
large letters this slogan: “Safety for all—All for 
safety.” This legend is.so simple, but so suggestive, 
that the poster is sure to attract attention to the safety 
movement throughout Ontario. Undoubtedly copies 
could be secured for use in the United States by ad- 
dressing the league at Toronto. 
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How the Zone Fare Has Made Good at San Diego 


In the Face of Low Density of Population, High Mileage of Track, an Amazing Number 
of Private Automobiles and a Decrease in Military and Naval Population, 
the Company Shows 40 per Cent More Revenue and 12 per Cent 
More Passengers for the First Nine Months of 1920 
Against the Same Period of 1919 


electric railways is largely a matter of careful 

preparation and correct manufacturing and selling 
principles in determining the rates of fare appears to 
be proved by the happy experiences of the San Diego 
Electric Railway since its inauguration of a zone sys- 
tem Jan. 1, 1920. 

Like many another modern American city, San Diego 
has a long way to go before the population will crowd 
its boundaries! It is a city of magnificent distances, 
being 4 miles wide by 24 miles long for a population 
just within 100,000. Furthermore, the terrain is 


"Lect the success of the zone fare on American 


broken up by several deep canyons which will make , \ 


uniform development financially impracticable for years 
to come. Those who have had the good fortune to 
visit this beautiful city within the last three or four 
years will recall their astonishment at the large amount 
of vacant land between the railway station, the hotels 
and the business district—a condition which means 
that much of the so-called “close-in” territory is unpro- 
ductive from a transportation standpoint. 

To aggravate the situation, the 1,400 acres of Balboa 
City Park (the home of the Panama-California Exposi- 


TABLE I—TERRITORY SERVED BY SAN DIEGO ELECTRIC RAILWAY 
HAVING A TOTAL POPULATION OF APPROXIMATELY 


100,000 

Item: Acres Square Miles 
Erba bibed arrsvOrwe Mel ay dec coisih aces eee eee 7,527.80 11.76 
Commercial and business district.............,... 518.80 0.81 
Pari aa vconererienierts eagles ohne ev ees 1,795.50 2.80 
MST RAR PACAUEITACIN Sh TNC oie cee ec eee 18,077.80 28,25 
AS BoA sso gi oo ob Shee oo Oe eee eee 10,707.20 16.73 
Railroad and industrial yards................. 634.74 0.99 
Toteloa ERP PIMUPMETS aay estas sicla nie e's + eens ase 39,261.84 61.34 


tion) are plumped down in what is practically the center 
of San Diego. Hence all of the car service in this section 
of the city must circle the park in order to reach the 
outlying populated districts, thus increasing the length 
of haul through much intermediate, unproductive ter- 
ritory. To summarize the topographical situation in 
figures, Table I is presented, above. 


RAILWAY SERVICE HAS BEEN LONG T0O LIBERAL 


The financial history of the San Diego Electric 
Railway was presented in the ELECTRIC RAILWAY 
JOURNAL, Feb. 8, 1919, under the heading “Application 
No. 3808,” which was the docket number given by the 
California Railroad Commission to the brief that 
formed the basis for permitting the zone fare system 
hereinafter described. It is enough to note here that 
this brief proved that the faith of the Spreckels inter- 
ests in the transportation future of San Diego had not 
materialized in hard cold dollars; that few years had 
_shown even a modest return on the investment and that 
over all there was a deficit that would require a long 
time to extinguish even under the most favorable con- 
ditions. To add to the irony of the situation, the rail- 
way was not permitted to serve all of the traffic offered, 
for the jitney was allowed to take thousands of dollars 
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THIS MAP SHOWS THE WAY IN WHICH SAN DIEGO HAS 
BEEN DIVIDED INTO TWO FARE ZONES 


away from the San Diego company from July, 1914, to 
December, 1915. The company, for example, went to 
enormous expense to handle the anticipated rush of 
travel to the Panama-California Exposition of 1914 and 
then found that it had spent the money in vain. What 
the zone fare promises to do may therefore be gaged by 
the fact that July, 1920, was the first month “in the 
black” since 1918. 

Altogether the company has 95 miles of track for 
100,000 people or approximately one mile per 1,050 per- 
sons, a pretty fair indication of ample provision for 
transportation, and the possession of some 160 passen- 
ger cars argues that such transportation actually is 
provided. 

When the company made its application to the Cali- 
fornia commission for a fare increase, it expressed 
a preference for the zone system because of its advan- 
tage in appealing to the short-distance riders. The 
commission granted this request and established a 
two-zone system with a fare of 5 cents for a ride in 
either zone. ; 

The 5-cent fare within the inner zone of San Diego 
includes free transfer privilege between any two points 
within this zone, provided that the journey does not 
involve travel into the outer zone. The boundaries of 
the inner zone are approximately 1 mile from Fifth 
Street and Broadway, the controlling center of street 
railway traffic in San Diego. This limit was not chosen 
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arbitrarily, but was the result of an exhaustive traffic 
investigation which indicated that 1 mile or so was the 
proper boundary line for the inner-zone short haul. 
Departure from the 1-mile rule was made when a 
natural traffic dividing line intersected another line, or 
when a heavy loading point fell short or beyond the 
1-mile measurement from the zero point. 

The maximum length of ride possible within the inner 
zone is 8.5 miles, and the average actual distance 
traveled per passenger is approximately 1.3 miles. 

The outer zone of the San Diego City Division 
extends from the boundary line of the inner zone to 
the ends of the respective routes. Here, too, the fare 
is 5 cents, with the privilege of a free transfer between 
any two points of the outer zone provided that no part 
of the journey is made within the inner zone. The maxi- 
mum length of ride possible within the outer zone on 
the 5-cent fare is 7 miles, and the average actual dis- 
tance traveled per passenger is approximately 3 miles. 

Three reasons may be assigned for favoring the 
suburban riders: First, most of them pay also the 
shorter-ride fare of the inner zone in any event; second, 
there is plenty of room for any outer-zone traffic that 


TABLE II 


Showing Number of Cash Fare and Revenue Ticket Passengers, Transfer Pas- 
sengers, Tota) Revenue Passengers, Revenue from Transportation of Passengers, 
and Car-Miles Operated for the Six-Month Period, January-June, Inclusive, 
for the Years 1911-1920 inclusive. 
All Numbers in Thousands 


Cash Fare Total Revenue From 
Revenue Ticket Transfer Revenue Transportation Car-Miles 
Year Passengers Passengers Passengers of Passengers Operated 
1911 6,528 1,510 8,038 $298 1,213 
1912 8,642 2,088 10,681 399 1,437 
1913 10,853 2,704 13,558 503 1,749 
1914 10,120 2,638 12,759 467 1,781 
1915 10,680 2,955 13,636 490 1,971 
1916 9,974 2,308 12,282 462 1,769 
1917 8,948 1,730 10,679 428 1,784 
1918 10,970 1,572 12,543 527 1,838 
1919 10,189 1,634 11,823 486 1,768 
1920 10,144 1,813 11,958 643 1,873 
Average 
1911-19 9,656 2,121 11,778 $451 1,701 
Increase 
1920 
Over 
Average 
Amount 487 307* 180 $191 171 
Per Cent 5.05 14.51* 5S 42.49 10.08 
*Decrease. 


may be created by retaining the 5-cent fare; third, un- 
due hardship in changing from flat to zone fares is 
avoided. 

The rates for a journey originating in one zone and 
ending in the other are as follows: 

1. 10 cents cash, including transfer privileges, on 
the San Diego City Division. It is a very casual pas- 
senger indeed who pays a 10-cent cash fare, for, in the 
six months Jan. 1-June 30, 1920, under review, this 
class constituted but 4.67 per cent of the traffic and 
provided only 7.36 per cent of the revenue from trans- 
portation. 

2. 74-cent tickets, sold by all conductors and through- 
out the city, four tickets to a strip, including the same 
privileges as the 10-cent cash fare. This was the fare 
paid by 39.18 per cent of the two-zone passengers 
in the period named and was responsible for 46.26 
per cent of the transportation revenue. On the sale of 
this ticket, the platform men receive a commission of 
3 per cent—a stimulus which has proved so effective 
that more than 95 per cent of all 74-cent tickets are 
sold by the conductors. This 3 per cent goes into a 
fund in which the men share monthly on the basis 
of the numbers of hours worked. The platform men are 


TABLE III 


Showing Increase or Decrease of Total Revenue Passengers Carried During the 
First Six Months, he og Af ty 1920, as Compared with the Corresponding 
or 


Periods the Years 1911-1919, Inclusive 
1920 Number Per Cent 
Compared Increase or Increase or Amount Per Cent 
with Decrease Decrease Increase Increase 
1911 3,919,191 48.75 $345,211 115.70 
1912 1,276,883 11.95 243,937 61.04 
1913 1,599,871* 11.80* 139,787 27.75 
1914 801,397* 6.28* 176,170 37.69 
1915 1,678, 146* 12.31* 153,008 31.19 
1916 324,483* 2,.64* 180,738 ~ 39.05 
1917 1,279,082 11.98 215,521 50.35 
1918 585,178* 4.67* 115,809 21.94 
1919 134,265 1.14 157,090 32.29 
Average 
1911-1919 180,038 1.53 191,919 42.49 
*Decrease. 


charged with so many books of tickets as received, and 
accounting is simple, since each man is responsible for 
either the return of the tickets or cash corresponding 
to the number sold. The sale of four tickets at a time, 
it is thought, will induce four-times-a-day instead of 
twice-a-day riding. 

3. Calendar-month commutation book, good for two 
rides on each day of the calendar month on date printed 
thereon, sold at $4, or 63 cents per ride if all tickets 
are used, and including full transfer privileges as in 
the case of the 10-cent cash and 74-cent ticket fares. 
The San Diego commutation book varies from most 
steam railroad books in at least three important aspects: 
The: book is good for the calendar month only; it is 
not limited to the original purchaser and the individual 
tickets are good only on the day specified. The first 
condition avoids complex bookkeeping; the second avoids 
friction with the public, for even on the comparatively 
few trains of a steam railroad it is impracticable to 
check fraudulent presentation of commutation tickets 
and it would be hopeless to do so on a street railway 
with its greater frequency of operating units; the third 
condition definitely implies that any holder of the ticket 
is entitled to two rides taken on the same day. Con- 
sidering the practical fact that most commuters would 
miss out several times a month, as on holidays, the 
difference in cost between this ticket and the 74-cent 
ticket is really trifling. Commutation books are sold 
only at the ticket office, and the total of both 64-cent 
and 64-cent (school, etc.) kinds accounted for only 3.55 
per cent of the traffic and 3.93 per cent of the trans- 
portation revenue in the six months Jan. 1-June 30, 
1920. 


TABLE IV 


Showing Revenue Passengers Carried per Car-Mile, Revenue per Car-Mile, 

Revenue per Cash Fare and Revenue Ticket Passenger and Revenue per Total 

Revenue Passenger During the Six-Month Period, January-June, Inclusive, for 
the Years 1911-1920 Inclusive 


Revenue Revenue Revenue per Revenue per 
Passenger per Cash Fare and Total Revenue 
per. Car-Mile Revenue Ticket Passenger 
Year Car-Mile Passenger 
> (Cents) (Cents) (Cents) 
1911 6.62 24.58 ° 4.57 3.71 
1912 7.43 27.80 4.62 3.74 
1913 Pts 28.80 4.64 3.72 
1914 7.16 26.24 4.62 3.66 
1915 6.92 24,88 4.58 3.60 
1916 6.94 26.16 4.64 Ly ii 
1917 5.98 23.98 4.78 4.01 
1918 6.82 28.70 4.8] 4.21 
1919 6.69 27.51 4.77 4.11 
1920 6.38 34.34 6.34 5. 38- 
Average 
1911-1919 6.92 26.52 4.67 3.84 
Increase 
1920 
Over 
Average 
Amount 0.54" 7.82 1,67 1.54 
Per Cent 7,80" 29.49 35.76 40.10 


*Decrease, 
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- Special zone fares are in use on the other divisions 
based on the same general principles. 

Between the period 1892-1919 inclusive, a universal 
fare of 5 cents was charged between points on San 
Diego City lines, except certain special fares, such as 
school tickets, and joint rates to and from the Coronado, 
National City and Point Loma Division points. Indeed, 
in some cases the 5-cent area extended beyond the gen- 
erous limits of San Diego. 

The principal features of “Selling the Zone Fare 
Idea” were related quite fully in the ELECTRIC RAILWAY 
JOURNAL for Aug. 7, 1920, page 269, some of the meth- 
ods employed being most unique. The way in which 
the fare is collected is described in one of the advertise- 
ments of the company as follows: 


Inbound—Pay-as-Y ou-Enter 


Inbound, from outlying terminals into town and through 
to downtown terminals, all fares will be collected and trans- 
fers issued as passengers board cars. While cars are oper- 
ating inbound in the outer zone, passenger’s identification 
check punched to show desti- 
nation to which fare is paid 
(either “Outer Zone Only” or 
“Inner and Outer Zone”) will 
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All passengers who board cars after leaving inner zone 
will receive identification checks punched “Outer Zone 
Only” as they enter car, and only a 5-cent fare will be col- 
lected when they surrender identification check on leav- 
ing car. 

In the plan of fare collection adopted there will be but 
one fare collection per passenger per trip. 

In connection with the foregoing procedure it will 
be observed that it is the duty of the conductor to go 
through the car at the zone boundary to take up 
identification slips and collect excess fare. In practice 
the conductor has no trouble in doing this, because the 
space from three to four blocks, when the inner zone 
is approached inbound, is a walking zone with practically 
no passengers leaving or boarding the car. 

Another interesting point in the San Diego procedure 
is that the pay-leave scheme for outbound passengers 
makes it possible to fill up outbound cars almost instan- 
taneously. 

No fare boxes are used at present. Fare registers, 
however, show 5-cent fares on one side and tickets and 
transfers on the other. The comparatively few 10-cent 
cash fares are rung up on 
a neck register. In the new 
scheme, the Johnson fare 


be issued to each passenger. 

At designated points on 
different lines and just be- 
fore arriving at inner zone, 
conductors will go through 
ears and take up all of the 
passengers’ identification 
checks. 


No stop over allowed, 


CALENDAR MONTH BEARER COMMUTATION TICKET 


Transferable at Option of Purchaser 


Good Only on Lines of San Diego Division On Date Printed on Coupons During 


SEPTEMBER, 


Transfer Privileges Inner and Outer Zones on Lines of San Diego Division 


Transfers will be Issued Only at Time When Fare is Paid. 


box will count 5- and 10-cent 
cash fares and 74-cent and 
school metal tokens, while 
pennies will be locked up 
and all paper. transfers will 
be canceled as they are 
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Where the passenger has 
paid only an outer zone fare 
and expects to ride into the 


S. D. ELEC. RY. CO.-S.D. Div,| 
BEARER COMMUTATION — 
Good for ONE FARE Only on 


SEPT 1 1920 


: Transfer privilege Inner & Outes 
Form 10 © “Zones on Lines 5. D. Div. 


S. D. ELEC. RY. CO.-S.D. Div. 
BEARER COMMUTATION 
Good for ONE FARE Only on 


SEPT 1 1920 


Transfi ivil i & Out 
Form 10 ‘ransfer privilege Bree Std er 


Zones on Lines-S. D. 


GLOBE TICKET COMPANY, PHILA. PA, 


enna acelin essence 


ERS IDENTIFICATION CHECK | eae aas 


dropped in the box by the 
passengers. The transfers 
used are issued in three 


Vice-President. 


San Diego Electric Ry. Co. 


One 7) CENT Fare 


Transfer Privileges Inner & Outer Zones 


pe 


Form 
u 


#O.ELECTRIC RAILWAY COMPANY | eaPosnidest 


San Diego Electric Ry. Co.| 


W. CLAYTON, Vice-Pres. | 
ee ee 


INNER and OUTER ZONE One 714 CENT Fare | 
se eon tra ey eae, 


Vice-P; 


GOOD FOR / 


LOWER ROW—COMMUTATION COUPONS, IDENTIFICATION CHECK ISSUED IN OUTER ZONE TO INBOUND PASSEN- 
GERS, 74-CENT TICKET SOLD IN_STRIPS OF FOUR. UPPER ROW—COVER OF COMMUTATION BOOK 


inner zone, the balance of fare will be collected by conductors. 

While car is operating in the inner zone, the use of pas- 
sengers’ identification checks will not be necessary. Fare 
collections on routes numbers 6, 9 and 10 operating exclu- 
sive’y in inner zone will be the same as at present. Passen- 
gers are earnestly requested to retain identification checks, 
without crumpling them up or folding, until surrendering 
same to conductor. This applies also to transfers, and the 
co-operation of patrons will avoid delay or inconvenience to 
fellow passengers. 


Outbound—Pay-as-Y ou-Leave 


Outbound, all passengers will pay as they leave cars from 
downtown terminals to ends of all city lines. At downtown 
points where any number of passengers are to board cars 
and none to alight, they will be permitted to board cars 
at both center entrance and exit gates as well as motor- 
man’s exit gate, in order to avoid delay and permit prompt 
handling of heavy travel. : , 

All passengers when ready to alight will leave via the 
center-entrance gate, where conductor will collect fares. 
(Exit gate will be closed.) ; : 

Patrons boarding cars in the inner zone will not require 


identification checks, but will pay the 5-cent fare, inner 
zone ticket or transfer as they alight in the inner zone, or 


full fare or ticket as they alight in outer zone. 


colors, which are sufficient to prevent looping under San 
Diego routing conditions. Rose is used for the inner 
zone, manila is used for the outer zone, and buff for 
both zones. 
THE RESULTS IN MONEY AND TRAFFIC 

The management knows no local conditions during 
the last twelve months which would tend to stimulate 
traffic. In fact, there was a decrease during the first 
six months of 1920 as compared with the first six 
months of 1919 just after the war in the number of 
young, freely riding men, who were stationed at Camp 
Kearney, North Island, and other military points. 
Nevertheless, during the first three months of the pres- 
ent fare system there was a decrease of only 2 per cent 
in riding; in April there was an increase of 1 per cent 
and in May of 5 per cent. For the entire six months 
to June 30, 1920, the passengers increased 134,265, or 
1.14 per cent over the corresponding six months of 1919. 
Rough estimates: for the periods ended Sept. 30 are 
for an increase of approximately 12 per cent in the 


1012 


ELECTRIC RAILWAY JOURNAL 


Vol. 56, No. 20 


passengers and 40 per cent increase in revenue from 
transportation. 

The accompanying tables give in some detail various 
other statistics. It is interesting to note in Table IV 
that the average receipt in cash fares and tickets per 
revenue passenger was 6.34 cents in 1920, as compared 


4 TABLE V 


Showing Total Revenue Passengers Carried (Exclusive of Transfers) by Classes 
and Revenue Received from Transportation of Each Class for the Six-Month 
Period, January-June, 1920. 


Passengers Carried Revenue Collected 


Rate of Fare Number PerCent Amount PerCent 
i to 2} cent fares 426,268 4.20 $11,209 1.74 
$} cant faree:: i: Jin0. Se. DS. 778,367 7.67 29,188 4.53 
5 cent fares... . Bee! 3,849,783 37.95 192,510 29.91 
63 to 6} cent fares..... 359,964 3.55 25,290 “3.93 
7) cent fares... 3,969,429 39.13 297,707 46.26 
CODE TAVERN os op aac sent 473,632 4.67 47,363 7.36 
124 to 15 cent fares. . - 225,145 2.22 28,808 4.47 
173 to 25 cent fares.......... 61,819 0.61 11,587 1.80 
Total.. 10,144,407 100.00 $643, 665 100.00 
P assengers ¢ arried at fares from 
Ij cents to 5 cents, inclusive 5,054,418 = 49.83% or $232,906 = 36.18 
Passengers carried at fares over , 
5 cents..... 5,089,989 = 50.17% or 410,759 = 63.82 
TO fakes. © ne 2: Se ee 10,144,407 = 100.00 % 643,665 = 100.00 
Av erage fare per passenger 
5 cents and under.....°... 4.60 
Average fare over 5 cents..... 8.07 
Average fare per passenger... . 6.35 


_ NOTE—Fares below 5 cents are school tickets. 


with 4.77 cents in 1917, an increase of 33.12 per cent. 
It is also interesting to note, when the 1920 figure is 
compared with the average of previous years, that these 
previous years have all been fairly close to the average. 
On the other hand, each of the six months of 1920 has 
been pretty close to the average of the whole six months. 


TABLE VI 


Showing Income, Outgo, Net Available for Fixed Charges, Fixed Charges and 

Net Income to Profit and Loss of the San Diego Electric Railway Company for 

the First Six Months, January-June, 1920, Compared with the Average of 
the Corresponding Period for the Years 1916-1919, Inclusive 


First Six Months Avg. First Six Mos. Increase 
January-June, January-June, or 
1920 1916-1919 Decrease 
Item Amount % Amount % Amount % 
Income 
Revenue from transp. of 
assengers... rs $643,583 94.75 $476,295 93.40 $167,290 35.12 
Other rev. from transp.. 521 0.09 1,168 0.23 646 55.38 
Revenue from other ry. 
operation... Lagi 28,455 4.20 26,201 5.14 2,253 8.60 
Non- operating i income.. 6,399 0.96 6,277 1.23 121 1.94 


Total income. . . $678,958 100.00 $509,940 100.00 $169,018 33.14 


Outgo 

Way and structures 31,527 4.64 $29,275 5.74 $2,252 0-79.69 
Equipment........ 32,020 4.72 22,386 4.39 9,635 . 43.03 
Power. 92,951 13.69 63,775 12.50 29,176 45.74 
Condue ting transportation 208, 385 30.69 146,495 28.73 61,890 42.25 
Traffic. 1,059 1.63 71033 ee ,.50 3,425 44.87 
General and misce laneous 82.458 12.15 64,047 12.56 18, 411 28.75 
Transportation for inv. 

ny er ae, ee *426 10.06 *160 *0.03 *265 166, 80* 
Operating expenses... $457, 976 67.46 $333,453 65.39 $124,523 37.34 
Represent. ooo). 1361960 20.17 150,649 29.54 13,€89* 9.09* 
TUS ane antes Soke Oe Oe ene 35,990 7.06 7,066 19.63 


Total outgo......... $637,993 93.97 $520,093 101.99 $117,900 22. 67 


Net available for fixed 


sharges. 5. 6e in Oe $40,964 6.03 $10,153* 1.99* $51,118 503.43 
Fixed Charges : 

Interest on funded debt... $93,100 13.71 $95,806 18.78 $2,706* 2.82* 
Interest on unfunded debt ....... 2..... EP 5*100. 00* 
Amort. of dise’t on funded 

MOUS. fase ts coed oaee a 7,161 1.05 Took, ob 45 208* 2.83* 
Sinking fund (bond re- 

MFM OTE): «i. msceon vical 29,400 4.33 19,600 3.84 9,800 50.00 
Miscellaneous PA oaTs -abae 60 0.02 35* 58.77* 

Total fixed charges... $129,686 19.10 $122,841 24.00 $6,844 ° 5.57 

Net income to eid and — 

loss. . a ; . 1$88,721 113.07 1$132,994 426.08 $44,273 33.29 


*Credit + Deficit. 


The analysis in Table V brings out the striking point 
that 50 per cent of the total passengers were carried 
on a fare from 1% cents to 5 cents, an average of 4.6 
cents, and that this fare constituted 36.18 per cent of the 
total revenue. This table also shows what a large per- 


centage of the fares were nickels, dimes and tickets, 
and consequently how little time was probably consumed 
by the conductors in making change. Table VI gives 
the complete financial statement for the period men- 
tioned. During July, 1920, for which figures in detail 
are not yet available, the earnings for the first time 
since 1914 met every proper financial requirement. 
Other interesting features of the financial report for 
the first four months of 1920 will be found in the ELEc- 
TRIC RAILWAY JOURNAL for Aug. 7, 1920, page 270. 


CONCLUSION 


According to advices from E. J. Burns, who has had 
a large share in working out the new method, the zone 
system as adopted and in operation in San Diego has 
not affected the population or disturbed real estate 
values. From the date of its inauguration there has been 
no complaint er opposition from the public. As stated 
above, it is considered by the traveling public to be a 
workable and dependable system. The public does not 
consider the zone system complicated, but one collection 
of fare per passenger per trip on all lines is made, 
and, due to the efforts of the company to advise the 
public in advance as to the reason of the system, the 
method of fare collection, etc., there has been practically 
no confusion at any time since the system was installed. 


Edward Dana on Boston Traction Problems 


DWARD DANA, general manager Boston Elevated 
Railway, has an article in the October issue of 
American Business & National Acceptance Journal 
entitled “The Street Railway Problem Must Be Solved 
Correctly if Cities Are to’ Prosper.” After reciting the 
steps under which the fare in Boston has gradually been 
increased from 5 cents to 10 cents, Mr. Dana declared 
that while a property might derive sufficient revenue 
at a high flat fare out of necessity riding to meet the 
cost of service, the street railway under such conditions 
has been diverted from its primary function, namely, 
that of developing community growth and intercourse 
for the greatest number of its inhabitants and has 
become a commodity which can be purchased only by 
those who can afford it or to whom at any price it is 
indispensable. 
Continuing, Mr. Dana said that on the Boston Ele- 
vated Railway the 10-cent fare became effective in July, 
1919. During the following twelve months, or those 
ended June 30, 1920, there was a 25 per cent increase 
in wages and a winter of unparalleled severity, entailing 
a direct outlay for snow removal of $600,000, with other 
indirect expenses. The car-miles run were 1,704,292 
less than during the previous year and the balance 
sheet at the end of the year on a $32,671,000 income 
was $17,000 on the right side. But wages have again 
been increased by a board of arbitration, this time 164 
per cent, and prices of coal and other supplies are 
steadily increasing, so that the outcome for the present 
year cannot be foretold. 

In Mr. Dana’s opinion, the high flat fare is not ie 
final solution, even if thereby the street railway becomes 
self-supporting, if it becomes less the public servant. 
Permanent results can be obtained in such a case only 
by the proper distribution of the burden between the 
car rider and the taxpayer, with a fair and safe return 
to those who provide the capital and with management 
entirely removed from politics and held to a proper 
degree of skill and economy. 
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Utility Commissioners Hold Spirited 
| Convention 


National Association of Railroad & Utility Commissioners Discusses Vital Problems of 
Rates, Public Relations and Valuation, Devotes Particular Attention to Electric 


Railways, Favors Liberal Rates, Encourages Publicity and Calls on Local 


Bankers to Appear Publicly at Hearings to Prevent Socialism 


HAT utilities commissioners throughout the 
| country have come to recognize that public cor- 
porations are entitled to more sympathetic con- 
sideration of their problems became very evident during 
the sessions of the annual convention of the National 
Association of Railway & _ Utility Commissioners, 
which was held in Washington this week. It also 
developed at the round table discussion on street rail- 
ways that it was very generally agreed among the com- 
missioners in attendance that such railways are entitled 
to a higher rate of fare and that utility rates generally 
must be revised upward in the public interest. 

A flat-footed declaration against government owner- 
ship of railroads by P. J. Lucey of the Illinois commis- 
sion brought forth such expressions of approval that it 
may be stated that much more than a majority of those 
present regard the trial of government operation as 
discrediting any plan of public ownership of railroads. 
This display of sentiment against government owner- 
ship is greatly in contrast with the opinions held by 
many of the commissioners five years ago. 

The convention adhered to its established policy of 
making the annual meeting a clearing house for the 
views of the members of the organization. Numerous 
reports were submitted and discussed, but as usual the 
convention does not adopt or pass upon these reports in 
any way. The sessions this year, according to James B. 
Walker, the secretary of the association, were of 
unprecedented interest, reflecting the unusually large 
number of important problems which face all types of 
railway and utility operations. 

The address of Commissioner Clyde B. Aitchison on 
car distribution aroused an animated discussion, in 
which Commissioner Frank H. Funk of Illinois, Judge 
Clyde M. Reed of Kansas and Commissioner Charles 
Webster of Iowa took clear-cut issue with the car dis- 
tribution policies of the Interstate Commerce Commis- 
sion. It was alleged that this policy had led to great 
losses in the wheat-producing sections of the country. 


Officers for the coming year were elected as follows: 


James A. Perry of the Georgia commission, president; 


Carl D. Jackson of the Wisconsin commission, first vice- 
president; Dwight N. Lewis of the Iowa commission, 
second vice-president. James B. Walker of the First 
District New York commission was re-elected secretary 
of the association. Le Roy S. Boyd, librarian of the 
Interstate Commerce Commission, was re-elected assist- 
ant secretary. 

Next year’s convention is to be held in Atlanta, Ga., 
commencing the second Tuesday in October. 


ADDRESS OF PRESIDENT SHAW 


The address of President Walter A. Shaw of Illinois 
at the opening session of the National Association of 
Railway & Utility Commissioners was devoted largely 


to a discussion of the relations between the utilities 


and the commissions and to those between the state 
commissions and the Interstate Commerce Commission. 
In Mr. Shaw’s opinion the acceptance by the public of the 
large increases in railroad rates recently granted by the 
Interstate Commerce Commission is evidence that the 
public is convinced that substantial relief is necessary 
to the carriers to permit them properly to serve the 
country. These colossal increases, which before the 
war would have spelled political defeat to any com- 
mission advocating them, show vividly how times have 
changed. Other excerpts from Mr. Shaw’s address 
follow: 

Within the past two or three years there have been 
considerable demands upon state commissions to in- 
crease all classes of rates coming within their jurisdic- 
tion, and many substantial increases have been author- 
ized. In most instances, especially as to street railway 
fares, the increases authorized have exceeded those 
prescribed by so-called contract ordinances or franchises 
granted prior to the creation of the state commissions. 
The abrogation of many of these franchise provisions 
has been seized upon by self-seeking politicians with the 
idea of furthering their own selfish ends by making the 
commissions unpopular because the rates have been in- 
creased. The utility corporations are pictured as con- 
tract breakers which prospered unduly before the war 
and are now unwilling to share their part of the burdens 
brought on by it, and that if it were not for the state 
commissions these contracts would be binding and the 
public would not be required to pay the increased rates. 
These individuals conveniently forget to tell the public 
that in the absence of commissions utility corporations 
have the right to resort to the courts, which would fix the 
rates under provisions in the federal and state constitu- 
tions that prohibit the confiscation of property without 
due process of law. Such procedure has been adopted 
by certain carriers in obtaining increased passenger 
rates in Illinois and other states. 

Apparently sight was also entirely lost of the fact 
that the state commissions were created for the very 
purpose of breaking so-called ordinance contracts. In 
the pre-war period the public believed that many of 
these rates were excessive and necessarily, if the state 
commission was to give any relief, the rates prescribed 
by ordinances or otherwise must be disregarded. In 
the pre-war period the test applied to determine the 
popularity of the commission was the extent to which 
it lowered rates and broke so-called contracts. 

In the speaker’s judgment, among the many enemies 
of regulation three are of principal importance, and of 
these the greatest is politics. Complete changes in the 
personnel of a commission with the advent of a new 
governor means, in the long run, defeat to regulatory 
efficiency, and the speaker recommended that the asso- 
ciation give this matter special attention either by a 
resolution adopted at the convention or by creating a 
committee to consider it, and then take appropriate 
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action upon its report. The second most powerful 
enemy of regulation listed was the group which be- 
lieves that all utilities should be owned and. operated by 
the federal or state government or their duly author- 
ized agents. The third principal enemy of regulation 
is the improper attitude of many utilities toward the 
public. In the speaker’s opinion, unless the public shall 
rectivé at least as good service and as low a rate through 
a regulated monopoly as it would receive under the 
whip of competition regulation will fail and some form 
of government ownership will prevail. In this connec- 
tion the speaker said that he had in mind the position 
taken by many companies in rate proceedings during 
the war, and even at this time that for rate making pur- 
poses value should be determined by the use of the 
present inflated war prices, and he quoted former 
Justice Charles E. Hughes, when acting as referee in 
the case of Brooklyn Borough Gas Company vs. Public 
Service Commission, as follows: 


This would result in allowing a public service corporation 
to take advantage of a public calamity by increasing its 
rates above what would be a liberal return not only on 
actual investment but upon a normal reproduction cost, in 
the view that unless it could make an essentially exorbitant 
demand upon the public it would be deprived of its property 
without due process of law. 

There is also a responsibility on those who direct the 
financial policies of our utility corporations and finan- 
cial institutions. The latter have important interests 
in the future success of the utilities in the way of pro- 
tecting the securities now owned or held by them, and 
they might well greatly profit by a campaign of educa- 
tion, assuming their just portion of the burden and risk 
and educating the public to that fact. 

The speaker then discussed the conflict between fed- 
eral and state authorities in regard to rate supervision, 
but expressed the belief that it would be possible to iron 
out much of the troubles if both federal and state com- 
missions made an honest endeavor to carry out the spirit 
and intent of the co-operative provision in the trans- 
portation act of 1920. But he added that if the carriers 
insisted on continuing warfare against state authority 
the association should use every honorable means to 
protect the rights to which each state is entitled under 
the constitution. He then suggested a committee on 
litigation to deal with such matters and that proper 
attention be given to possible clarifying amendments 
to the interstate commerce commission act, particu- 
larly. as to land values in valuations. 


SOME COMMITTEE REPORTS 


The conclusion of the committee on public owner- 
ship and operation was that the “present system of 
private ownership and private ownership with public 
regulation, as is now the custom in this country, is the 
proper, logical, and, indeed, the only just and honest 
manner of conducting the public utility business of this 
country.” The report pointed out a number of the weak- 
nesses of government ownership of utilities, which, it 
said, were. advocated by two classes. One is made up 
of the communists, the anarchists, and all others who 
follow the divers and various governmental vagaries 
with which they seek to supplant our constitutional 
government. The other general class is the dreamer, 
the visionary, the professor who deals in ideals but 
not facts and is opposed to private ownership and gov- 
ernmental regulation, because they both feel that 
should this project fail nothing will remain but public 
ownership and public operation. 
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The report of the committee on safety of pecatian 


of public utility companies declared that thirty-one of 
the forty-eight state commissions have more or less 
jurisdiction over the safety of operation of public 
utility companies, eleven have no control, and six have 
not yet reported. Brief mention is made of some of 
the safety regulations in force in the different states, 


as well as of the safety rules for electrical properties - 


developed by the Bureau of Standards in co-operation 
with national engineering associations and others. The 
report says that within the past nine years forty-two 
states have adopted workmen’s compensation laws and 
thirty-seven states have established accident boards or 
industrial commissions. In some states all matters per- 
taining to safety regulations of steam power or electric 
generating plants are under the industrial commission 
or safety board, while in others the public utilities 
commission has entire charge of all utility operation. 
The report suggests that ordinarily all of this super- 
vision might well be under the direction of a state 
safety board, so that the protection against the common 
dangers may be everywhere the same, as in the case 
of boilers, pulleys, shaftings, etc., whether found in. 
utility plants or elsewhere. 


Round Table Conference on the Electric 
Railway Problem 


Commissioners Recognize the Necessity for Increased Rates. 
and Question the Ultimate Satisfaction of 
Service-at-Cost Franchises 

HE afternoon session on Noy. 10 was devoted 
largely to a round table discussion of the electric 
railway problem and service by public utilities, the- 
former subject occupying -most of the afternoon. E. I. 
Lewis, chairman of the Indiana commission, presided. 
Prompted by the fact that Miss Mabel Boardman, one- 
of the newly appointed commissioners for the District 
of Columbia, was present, Mr. Lewis stated that it was 
unusual at meetings of the National Association of 
Railroad & Utilities Commissioners to address an 
audience as “ladies and gentlemen,” but that he took 
much pleasure in doing it on this occasion. This led 
him to call attention to the fact that the interests of 
women must be considered, since they travel on street 
cars the same as men, and from the fact that women 
are those most directly interested in gas and other 
utility products. In this connection he pointed out that 
attendance upon motion picture shows had become an 
important factor in street railway traffic. He also men-- 
tioned that the feminine factor doubtless would be- 


making its influence felt in the near future in member-- — 


ships of public utilities commissions. 

Continuing, Mr. Lewis pointed out that in the 
administration of electric railway affairs it is quite- 
evident that the problem 
materially from that in another locality and that it is 
not fair to use a solution in one place and call it at 
all applicable to another situation. In Indiana, for- 
instance, the commission found it advisable to give a 
6-cent fare in Evansville, but a different situation 
caused 7 cents in Fort Wayne, and then in Indianapolis 
it has been possible to maintain a 5-cent fare. This 
latter rate in Indianapolis was due to several reasons, 
namely, that it was possible to find a very conservative- 
value for the property and it was possible to reduce 
security issues against the property, but perhaps more> 


in one locality differs. 


x 


than anything this was on account of the fact that . 


wh 


and the public should agree upon a fare scheme. 
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Titiatagais is out of the AN of high wages, which 
runs all the way from Boston through Buffalo, Cleve- 
land, Toledo and especially Chicago. In other words, 
Indianapolis is a community with its individual solu- 
tion. It is also interesting to note in Indianapolis 
that the company feels that it should maintain 5 cents 
if possible, for short haul passengers, and the commis- 
sioners are in favor of that policy. While recognizing 
the necessity for increases to 6 cents, 7 cents, etc., the 
commissioners also believe that a change to 6 cents 
encourages a later change to 7 cents, then to 8 cents and 
then to 10 cents, which they wish to avoid. 

He said that last April the city of Indianapolis 
realized the railway needed credit and funds and 
petitioned for a service-at-cost franchise plan instead of 
the rate granted by the commission for relief. Nothing 
was done at that time except that a study was made, and 
last week the city of Indianapolis filed a petition with- 
drawing the service-at-cost franchise, petition of last 
April. Fundamentally, the reason was that after a study 
of the situation the commission was unable to find any 


incentive for efficiency of private operation under 


service-at-cost provisions. 

Mr. Lewis then opened the meeting to general discus- 
sion, calling specifically upon Edward Flad of Missouri. 
Mr. Flad said that the policy of the Missouri commission 
was to endeavor to give sufficient income to pay operat- 
ing and necessary capital expenses and give additional 
return upon the investment. ‘The commission, in its 
procedure, had tried to arrive at tentative temporary 
valuations, and so far its experience has been that the 
figures used were about half the capitalization of the 
companies investigated. 

In connection with capital and rates of fare, Mr. Flad 
said that the general public believes that it has been 
exploited by the electric railways in the past, but that 
on the contrary the facts as he saw them were that it 
was the investing public which had been exploited and 
the riding public had had full value or more than full 
value for the fares it had paid. It is now the duty of 
commissions to protect investors. In the past traction 
magnates speculated and fleeced investors, but they were 
both merely playing the game and the former won. 
Commission regulation has taken away speculation and 
should guarantee a return on legitimate investment. 

The Missouri commission has authorized 8-cent fares 
in St. Louis and Kansas City, but really believes in the 
zone fare in principle, with 5 cents as a base. Mr. Flad 
said he recognized the objections, but thought this to 
be the rational solution. The Missouri commission 
refused, however, to assume the rights of management 
and hesitates to put a zone scheme into effect against 
the will of a company, in the belief that the company 
In St. 
Louis neither the public nor company wished the zone 
system, so the commission authorized a flat fare, which 
seemed to be desired. 

Commissioner Henry A. Trumbower of Wisconsin 
said he thought the decision on rates was a two-part 
problem. The first part is simple, although it might 
involve a good deal of work, this being to determine 
what the total revenue of the company should be. The 
second part, how to arrive at methods to secure this 


revenue, is where the difficulty comes in. Theoretically, 


he would like to treat the electric railways the same as 
electrical ‘power companies, telephone companies and 

as. companies and make a constant readiness-to-serve 
charge plus a charge for service rendered, and place 
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this readiness-to-serve charge on automobile users and 
others who use the railways in bad weather and other 
emergencies, but don’t take advantage of its service and 
thereby give the constant support the rest of the year. 
The wholesale ticket rate takes care of this to only a 
very minor degree, but monthly tickets might help. 

In answer to a question from the floor as to what 
experience various commissioners had had in the change 
in traffic as a function of a change of fare, several com- 
missioners offered their experience. Chairman Carl D. 
Jackson of the Wisconsin commission gave an analysis, 
which was seconded by many others, that fare increases 
first came in the fall of 1918, but the “flu” immediately 
decreased riding; that in January, 1919, when the 
soldiers started to come back, traffic came back and 
even increased, and that since then, so far as he was 
able to determine, if there had been any variation of 
traffic from what would normally be expected with a 
continuation of the 5-cent fare, it had been very slight. 
As a matter of fact, traffic in Wisconsin was larger 
under the increased fares than it was before. 

Walter A. Shaw of Illinois gave data on Joliet and 
Elgin in which he indicated that the first increase in 
fare caused a slight decrease in traffic, but that this 
was regained and that subsequent increases in fare 
apparently caused no change in traffic. In answer to 
a question on the effect of tickets, he pointed out that 
in Springfield, a non-industrial community, the fare 
had been raised from 5 cents to 7 cents, four tickets for 
a quarter, and 65 per cent of the people used tickets, 
but that in Rockford, an industrial community, where 
the same fare change had been made, only 40 per cent 
used tickets. 

Chairman W. D. B. Ainey of the Pennsylvania com- 
mission argued that the commissioners should not get 
off into bypaths of details but should come to the fun- 
damental problem of trying to fix their responsibility 
and to have it understood by both companies and public. 
He said many companies are trying to throw the re- 
sponsibility for the present condition of railways on 


the commissions, whereas many of the elements in the 


present railway situation were certainly beyond the 
control of any commission. Personally he did not 
want to throw anything else on the shoulders of the 
Pennsylvania commission. 

He made the point that it is impossible to make any 
formulation of what might be called the electric rail- 
way problem; it is a combination of various circum- 
stances stressed with different emphasis in different 
places. The commission has in any case the problems 
to consider of the managerial situation, corporate his- 
tory, psychology of the community and the various 
obligations, some of which may be very old and utterly 
untenable. He quoted one contract which called for 
the railway to pave from curb to curb, which would take 
90 per cent of the gross income of the company to pay. 
He pointed out that commission regulation could do 
nothing here and urged that the commissioners show the 
railways that there are many problems which are not 
regulation problems. He further emphasized the point 
made by Mr. Lewis that solutions differ in many places 
and emphasized that what pertains in Philadelphia can- 
not pertain in Pittsburgh. 

As a basis for judgment, he argued the commis- 
sioners should not get the gross number of riders or 
gross revenue or the net return, but they should deter- 
mine the number of car rides per inhabitant per year. 
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Then, even with this as a standard, he showed how 
difficult it was to make a solution as to fare change 
which might apply to the 150 rides per inhabitant per 
year in Pittsburgh be of any use to the solution of the 
Philadelphia problem, where formerly 288 rides per 
capita per year, now increased to 468 rides per capita 
per year, were found to be the facts. 

Principally, Mr. Ainey emphasized that only as rail- 
Way managers meet the problems themselves can they 
succeed. Upon question from Mr. Lewis as to his opin- 
ion of service at cost, Mr. Ainey pointed out that in 
Pennsylvania the commission felt that the organic law 
of the commission empowered it to administer the utili- 
ties under its jurisdiction on what is fundamentally a 
service-at-cost basis. He said he feels that they have 
every good feature of the service-at-cost principle and 
are free from some of the objectionable features. For 
instance, service-at-cost franchises cannot cure labor 
troubles and, more important, service-at-cost franchises 
do bring street railway operating problems so close to 
political control as to hinder proper operation and the 
maintenance of proper public relations. 

One of the Ohio commissioners pointed out that his 
commission had no trouble with street railways, for, he 
said, “in 1911, when our law was passed, the street 
railways were able to write into the law a sentence 
which excepted them from jurisdiction by the com- 
mission where all their trackage was within the cor- 
porate limits of the city. During the last three years 
they wished they had not done this, but we are now 
glad we don’t have to deal with their troubles.” 

William M. Smith, chairman of the Michigan com- 
mission, said that that commission had jurisdiction 
over the railways only by agreement between railway 
and city and that they had only three medium sized 
communities under their jurisdiction on this basis. He 
said that Detroit was not under their jurisdiction, but, 
being asked about the Detroit situation, he said that 
Detroit has had an electric railway problem for forty 
years and further that he thought the politicians would 
like to have this problem continue for another forty 
years in order to continue to make political capital. 

One of the Georgia commissioners urged that utilities 
be encouraged to put all their cards on the table and 
drew a contrast between a five-day hearing which was 
a continual fight between lawyers and representatives 
of the municipality and railway and a one-day hearing 
on a much larger property where there was cordial co- 
operation, with sentences such as “Here, Bill, see this 
exhibit,” and “Come over to my office and I’ll show you 
all we have.” From Georgia experience, he inferred 
that the public accepts a change of rate if shown that 
it is right and that the railway will continue to furnish 
the service which is more important to the community 
than the rate. 

Mr. Lewis said in closing that there is no real analysis 
in fares versus traffic, and when the “flu” was consid- 
ered, the increased riding due to returning soldiers 
was considered and when, subsequent to that, money 
took on an entirely different value, it was not fair to 
oneself to try to make a judgment upon reasons for 
any changes in traffic subsequent to changes in fare. 

Mr. Lewis called attention to the slogan of “let the 
people rule” with the resultant primary laws, now 
somewhat discredited; he mentioned the “cost-plus” 
slogan of the war contracts, now entirely discredited, 
and he believed the “service-at-cost” slogan would be 
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found two years hence not to have many of the advan- 
tageous elements now claimed for it. 

As commissioners, he urged the gathering to carry 
away the recommendation that laws be so enacted and 
construed that commissions themselves could really 
regulate upon the good principles of the service-at-cost 
basis with the benefits of regulated private operation 
without the difficulties of local contact. Service-at- 
cost allows a railway to ‘pass the ‘buck” on high 
charges. For instance, said Mr. Lewis, “why should 
a railway manager make any particular effort to buy 
$4 coal when a half dozen coal dealers are in his office 
wanting to sell it to him for $5 or $6 and he knows 
that the service-at-cost franchise provisions will allow 
him to collect whatever he spends.” Don’t allow the 
railways to get away from keeping the responsibility 
for good, clean operation under private management. 

Mr. Lewis called attention to the terrible situation in 
New York and Chicago, which were shining examples 
of. electric railways in politics. He said that every 
one knows that if a 5-cent fare was just before the 
war, it will not pay since the war, and no politician can 
ever operate a railway at less than cost. 


Public Relations Round Table Discussion 


Public Is Unreasonable and Should Be Treated on that 
Basis—Courtesy Called Cheapest and Most Valuable 
Commodity—Commissioners Call on Bankers to 
Appear and Save Country from Socialism 


T THE afternoon session on Thursday the most 
absorbing topic of the round table discussion was 
that of public relations. Upon invitation of the con- 
vention M. H. Aylesworth, secretary National Electric 
Light Association, told the assembled commissioners 
of the publicity work of the association on its own part 
and its co-operation with other public utilities in estab- 
lishing bureaus or committees of public information in 
each of the various states of the Union. He also out- 
lined the plans of the National Electric Light Associa- 
tion to start a campaign of service information by 
means of inclosures with electric light bills each month. 
He estimated that the first month would see 2,000,000 
consumers receiving the identical literature and ex- 
pected 4,000,000 to receive it within a few months. 

The most interesting talk of the afternoon was given 
by Judge Clyde M. Reed of the Court of Industrial 
Relations of the State of Kansas. Judge Reed said that 
his own business was the newspaper business, he being 
the owner of one of the largest newspaper properties 
in southeastern Kansas, and as he had tried since his 
appointment to the court to analyze the public utility 
business, the principal question which arose in his mind 
had been whether the present unpopularity of public 
utilities as a whole was inherent to the public utility 
business or was due to the way in which the business 
has been conducted. He pointed out that public 
utility commissions themselves are in disrepute today 
because public utilities are not understood by the public 
nor does the public understand its relations to the pub- 
lic utilities. The commissions are commencing to be 
placed in the same class as the public utilities. 

In discussing the relation of the public utility to the 
public, Judge Reed pointed out at what low cost the 
public was actually getting public utility service. 

Excepting, possibly, the 2-cent stamp on a first-class 
letter, Judge Reed said that the cheapest thing which 
could be purchased or had ever been purchased in 
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the way of service was a street car ride for 5 cents. 
And yet the public has never had brought to it a reali- 
zation of how great this service was. He said that, in 
discussing this question with leading electric railway 
men, namely, how cheap electric railway riding really 
was, the electric railway men told him that the street 
car business has been built on cheap labor, but that, 
on the other hand, the public had demanded cheap 
service—in other words, it had demanded a service 
which could be given for 5 cents. This was possible 


‘only by means of cheap labor and it satisfied the public. 


The important point today, in the eyes of Judge Reed, is 
to educate the public to the value of service, but when 
the public is educated to the value of service, it is up 
to the public utilities to furnish this service. There 
must be a co-ordinated campaign in the offices of the 
public utilities with a campaign of courtesy and good 
service throughout the rank and file of the utility. 


Judge Reed said that he thought the newspaper busi- 
ness was more nearly equivalent to the public utility 
business than any kind of private business because it 
dealt directly and in a personal way with more people 
than any other business except public utility. Judge 
Reed said if he ran his newspaper like most public 
utilities run their business, he would have been “broke” 
long ago. He prided himself on having the best news- 
paper in his town on account of the best service, and 
likened the complaints received when the daily news- 
paper failed to be delivered by his carrier to the same 
sort of human nature complaint given in connection 
with various features of public utility service. He 
also pointed out that the newspaper carrier boy with 
whom he had to deal in rendering his ultimate service 
and upon whom he had to depend for his service was 
likely to be of as irresponsible a nature as any char- 
acter of employee of a public utility. 


Judge Reed said that there is another point which 
seems to be entirely overlooked by public utilities. This 
is that on the whole the public is unreasonable rather 
than reasonable, “but,” said Judge Reed, “I deal with 
the public on the basis that it is unreasonable.” To 
make his point clear, Judge Reed said that the public 
utilities assume that the public has as much informa- 
tion as the public utility has itself, and usually the 
local manager of a public utility operates on this same 
basis. This, he says, is not the fact, and since it is not 
so the public exercises its normal human nature and 
takes out its various ill feelings on the public utility. 


To meet this characteristic unreasonableness on the 
part of the public, the public utility must exercise a 
courtesy and a forbearance, and at the same time 
educate the public in enough of the facts of the public 
utility business that it can have something of an under- 
standing of the problems. He made the point that 
“courtesy is the cheapest and most valuable commodity 
in the world.” He thought utilities should supplement 
courtesy by education of employees in their conduct 
with the public and with an appreciation of the fact 
that the public is unreasonable. There is a mass mood 
of the public, and it is absolutely necessary that the 
public utility gets this mass psychology. 

_ Judge Reed’s remarks were received with great appre- 
ciation by the other commissioners, and Commissioner 
E. I. Lewis of Indiana, who followed Judge Reed, 
said that the trouble was that public psychology is not 
included in the curriculum of the education of utility 


personnel. 
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Mr. Lewis called attention to one public utility in 
his state which, he said, gives the best service of any 
public utility of its kind or size, but it was absolutely 
“in bad” with the public because it had no conception 
of its duty in connection with public relations. He 
analyzed public relations as being based upon two foun- 
dations: (1) Service, and (2) a full understanding 
of the utility by the public. He said he was interested 
in the program outlined by Mr. Aylesworth and hoped 
that it would accomplish two things: First, that the 
public understand what service is, and, second, that 
the public understand that public utilities are not under 
the stain of .control by Wall Street. It is necessary 
that the public understand the relation of the financing 
of, public utilities through the large investing institu- 
tions, such as banks, insurance companies, and last, but 
not least, the large number of small security holders 
all over the country. He agreed with Judge Reed that 
in all states there is a reaction to public service com- 
missions on account of the reaction against public util- 
ities in general. 

Commissioner W. C. Bliss of Rhode Island urged that 
the bankers should appear before public service com- 
missions to present the interests of the community 
in the investment of public utility property. He 
pointed out that much of the investment had been 
made, and that many investors had placed their money 
in public utility securities, at the behest of or follow- 
ing the advice of bankers. It now rests upon those 
who advised these people to invest their money to stand 
up publicly and say to how great an extent the interests 
of the whole community depend upon the continued pros- 
perity of public utilities. 

Public utilities have a bad standing at present due 
to past history, which of course should not enter now, 
but which can hardly be eliminated on account of human 
nature where every one, from childhood up, has been told 
of the manipulation in public utility financing. The 
public utilities have tried to tell their story, but the 
public doesn’t want to hear. The public service com- 
mission cannot do it all on its own initiative, but the 
banker who has the respect and confidence of the public 
can stand up and tell the public a few things. 

Mr. Bliss said that this is absolutely the only thing 
which stands between the American people and absolute 
socialism. If private institutions cannot continue a 
public utility, it means the beginning of breaking down 
of the American institutions, the next move being 
government ownership of public utilities, and this would 
only be followed by other steps resulting in absolute 
socialism. It is most important now to hold up the pub- 
lic service commissions which have followed the public 
utilities into disfavor. College presidents, local bankers, 
and men of similar respect and confidence in the com- 
munity must appear before the commissions on their 
own initiative to save the situation. Mr. Bliss said he 
did not mean by this the large banking institutions 
in the metropolitan centers, but the local bankers in 
the individual communities who knew the local situation 
first hand and could present the facts in such light as 
to be understood by their neighbors. 

[The foregoing report of the convention of the 
National Association of Railroad & Utility Commis- 
sioners does not attempt to cover the entire proceedings, 
but to present the story of the convention in so far as 
it pertains to electric railways. As the convention 
was not closed at press time further reports will appear 
in later issues.—EDS. | 
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N. Lawson, Arthur Power-Saving Recorder 
“ompany, might be expected to be found 
in the company of H. B. Flowers, general 
manager, and L. H. Palmer, assistant to 
the president, United Railways & Electric 
Baltimore. 


Company, 


up 


ELECTEIC 


There’s real action in the cane carried by 

A. Gaboury, superintendent Montreal Tram- 

ways, whose keen interest has won him re- 

election to the executive committee of the 

T. & T. Association. H. R. Mallison accom- 
panies him. 
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Here is T. A. Ferneding of Dayton, Ohio, 
demonstrating his versatility by the way he 
holds his cane. With him are H. C. De- 
Camp, Westinghouse Electric & Manufactur- 
ing Company, and in the center, W. A. 
Keyes, Dayton Street Railway. 


ohhecRecent Atantic City Convention 


Genial, democratic, far-seeing—a 

genius whose abilities have served so well 

the A. BE. R. A.—this is John H. Pardee. 

In his company is S. W. Trawick of the 
General EBlectric Company. 


guiding 


Three fellows from the land of 


rood 
pone and ‘lasses, Mardi Gras and lassies— 


corn 


L, C. Datz of Birmingham J. R. McGivney 
and W. H. Renaud, Jr., of the New Orleans 
Railway & Light Company. 


It must have been something good that John 
Stanley was putting into the near ear of 
W. Caryl Ely, vice-president Barron G. 
Collier, Ine., while the latter was trying to 
prevent it from escaping from the far one. 


W. P. Butler, Johnson Fare Box Company, 

had a cane too, but ventured forth without 

it to lean on his comrades, T. A. Cross of 

Baltimore, J. N. Shannahan of Hampton 
and C, C. Castle of New York. 


These two interurban general managers, H. 
A. Nicholl of Anderson, Ind., and F. W. 
Coen of Cleveland, are making headway 
(here toward the pier), which is character- 
istic of them during the rest of the year. 


Here are, respectively, the progenitor, pro- 
moter and worthy ally of the safety car— 
C, O. Birney, Stone & Webster; C. H. Beck, 
Westinghouse Traction Brake Company; EB. 
H. Ginn, General Electic Company. 


Photos dy Atlontie Photo Service 


lata 18, 1920 


ELECTRIC RAILWAY JOURNAL 


{019 


- Relative Advantages of Modern Steam and 


Electric Locomotives 
| annkiad Man’s Analysis of Statements Made in Papers Presented by A. H. Arnigtrong 


ee: 
\ 


and J. E. Muhlfeld Before Joint A. S. M. E. and A. I. E. E. Meeting 
in New York on Oct. 22 


By A. W. GIBBS 


Chief Mechanical Engineer Pennsylvania System, Philadelphia, Pa. 


_ A NOTABLE gathering of mechanical and electrical engi- 
neers interested in railroading was held in New York City 
on Oct. 22, under the joint auspices of the American Society 

of Mechanical Engineers and the American Institute of 
Electrical Engineers, to hear discussed the relative merits 
of the steam and the electric locomotive in modern heavy 

_ traction work. The principal papers presented, respectively 
by John E. Muhlfeld (steam) and F. H. Shepard and A. H. 
Armstrong (electric), were abstracted in the issue of this 

' paper for Oct. 23, page 866. The discussion was largely 
covered in the issue for Oct. 30, page 923, and in that for 

' Nov. 6, page 970, the closing remarks of George Gibbs were 
printed. A. W. Gibbs requested that the report of his 

‘remarks be withheld pending an amplification that he de- 
sired to make. This is now complete and we are able to 

. publish a summary this week. As this paper gives the 

_ point of view of a railroad man who has had much experi- 
ence with electric locomotives, it will be of value both to 

' steam and electrical locomotive enthusiasts.—Ebps. 


strong indicate that both of the writers have been 

a bit too enthusiastic. Both steam and electric 
methods of operating have their advantages and both 
‘have decided limitations. 


COMMENT ON MR. ARMSTRONG’S PAPER 


Te papers by John FE. Muhlfeld and A. H. Arm- 


Mr. Armstrong’s data are largely derived from moun- 
tain electrifications, where the electric locomotive is 
undoubtedly at its best and the steam at its worst, and 
he has compared with the electric a type of steam loco- 
motive whose coal and water rates are more than double 
those of locomotives especially designed for such serv- 
ice. Then on the basis of this mountain performance 
he reasons from the particular to the general applica- 

tion of electric motive power. It is not at all certain 
that the speed advantage claimed is obtained where 
the steam locomotive is designed for the work. 


Mr. Armstrong gives a comparative statement of - 


the performance of two steam and one electric loco- 
motive. (See ELECTRIC RAILWAY JOURNAL, Oct. 23, page 
872.) To this exception can be taken because the 
steam locomotives do not represent the last word as to 
those available and the electric locomotive is on paper. 

The accompanying table gives data for a 2-10-0 type 
- steam locom tive, of which more than 100 are in reg- 
ular service and of which fortunately very full informa- 
tion is available from the locomotive testing plant. 
These locomotives were expressly designed to do all 
of their work within the economical range of steam 
_ distribution, the required power being obtained by in- 
ereases in size of cylinders and steam pressure. While 
- I have given the power at nearly the speed mentioned 


F int meeting of railroad section 
ABA eae iter: es at SOLE. 3 gut New York section 
A.LE.E., held in i ew York City, Oct. Me, 1920. 


by Mr. Armstrong, the performance is excellent ‘at 
double the speeds given, but the sacrifice in drawbar 
pull—from, nearly 60,000 lb. at 14.7 m.p.h. to about 
43,000 lb. at 25.8 m.p.h—would not be justified. The 
figures given are within the range where stoker firing 
is as economical as expert hand firing. The additional 
advantage of the stoker is that it does not get tired. 
The Mallet performance given in Mr. Armstrong’s 
paper is evidently that of one of the large compound 


DATA FOR 2-10-0 TYPE STEAM LOCOMOTIVE 


Weight in working order, lb............... ook 371,000 
Wcight/ou Univers, Ibjas tid aasa nein slots! an sleet } are 342,050 
Weight on engine and tender, lb. . TREES aces 523,000 
Drawbar effort at 14.7 m.p. h., 45 5 per cent cut- -off, Tere 5 ate a 58,900 
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Trailing tons. Le ere 1,019 
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Tractive effort at 22 m.p.h., 40 per cent cut-off, lb... . 4 , 43,500 
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locomotives. In all of these locomotives there is a 
tendency to choke up with increases of speed, due to 
increase of back pressure. 

The same arrangement of limited maximum cut-off 
used in the 2-10-0 locomotive already described has 
been embodied in a simple Mallet now running. This 
locomotive has the same speed elasticity as the 2-10-0 
type. Unfortunately, this Mallet, which has a trac- 
tive power of about 130,000 lb., cannot be tried out 
on our present locomotive testing plant. Its drawbar 
pull is also above the capacity of our dynamometer car, 
so that no definite figures can be quoted until new 
recording springs have been applied and the machine 
calibrated. 

In brief, the improvements in the steam locomotive, 
if properly availed of, have much narrowed the field 
of economical electrification. 


SoME SALIENT TOPICS TAKEN UP BY Mr. ARMSTRONG 


Stand-by Losses.——While stand-by losses are actual 
and large it is very difficult to fix their value, as they 
are so much affected by the use made of the loco- 
motive. Where the average monthly mileage is low the 
stand-by loss is presumably high, and it is a part of 
good operation to have the average mileage as high 
as possible. When all is said the electric locomotive 
has still an advantage with respect to stand-by losses, 
provided there are sufficient trains in motion to smooth 
out the total demand on the power plant, which is 
assumed to be steam-operated. 

Weather.—The independence of the electric locomo- 
tive of severe weather is another undoubted advantage, 


- not so much because of the performance of the motors 
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but rather from the avoidance of losses and delays 
due to ashpit work and to frozen pipes and other parts, 
incidental to the presence of water on the steam loco- 
motive. Where cold weather is a “steady winter diet,” 
this is usually better handled than where cold spells 
are spasmodic. 

Liability to Interruption.—Electric operation is de- 
pendent on uninterrupted connection with the source 
of power. In the event of breakage of the line, espe- 
cially of the overhead construction, the trains in the 
section involved are dead and cannot get themselves 
out of the way of the repair trains. On large systems 
it is customary to make great changes in the assign- 
ment of locomotives to clear up congestion at any point 
on the system, also to avail of diversion routes on which 
steam trains may be moved around obstructions on the 
main line. The fact that the steam locomotive is a 
self-contained power plant is an immense advantage 
in this respect. In electric operation there is not this 
freedom of movement. 

Speeds.—The question of speed is evidently treated 
from the freight standpoint, for there has never been 
any question as to the speed capacity of well-designed 
passenger locomotives. This is far beyond that permitted 
by the rules. In this connection it may be said that 
many of the electric locomotives could be very much 
improved by closer adherence to steam standards as 
to distribution of weights and in the adoption of wheel 
arrangements which will not set up resonant disturb- 
ances at high speeds. 

While Mr. Armstrong treats the question of speed 
from the meeting point of view, it is probable that elec- 
trification will have its greatest application on roads 
where the traffic is dense, probably on multiple-track 
roads. As I see it, the feature of high speed of trains 
is of less importance than uniformity of speeds of 
different trains. If tonnage trains had the same speed 
as preference trains, and could thus avoid the great 
delay due to sidetracking of trains of inferior rights, 
far more would be accomplished than the mere saving 
in time over the division due to the increased speed. 
With steam trains at 25 m.p.h. water may be picked up 
from track troughs. Coaling stops will, however, still 
be necessary. Delays due to the train itself, such as 
those caused by hot boxes, burst hose, broken coupler 
knuckles, etc., would occur equally with steam or élec- 
tric operation. 

I fully agree with Mr. Armstrong that the 1;,000-ton- 
mile has absolutely no value as a method of comparison 
for different roads and it should not be used except 
possibly for comparing the same division at different 
periods. His Table VIII (see ELECTRIC RAILWAY 
JOURNAL, Oct. 23, page 873) contains a fixed tractive co- 
efficient which may or may not be obtained. The only 
comparison which has any value is the record of an 
accurate dynamometer car. 

Cost of Maintenance—Mr. Armstrong gives main- 
tenance cost per mile for different electric locomotives. 
Any post-war data are so clouded by the abnormal 
labor and material costs as to be very doubtful. These 
locomotives have not run long enough to reach a gen- 
eral level of costs, as it will be noted that the average 
annual mileage is low except in the case of the Mil- 
waukee locomotive. Besides this, there is no evidence 
as to the maintenance costs of the rest of the outfit, 
including power plant, transformers, transmission lines, 
converters or transformers, trolley or third rail, and 
track circuits, all of which are essential to the opera- 
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tion of electric locomotives, and are just as much 
a part of the electric locomotive as the boiler is of 
the steam locomotive. If power is purchased the pur- 
chase price, of course, includes the cost of maintenance 
of the power plant and of the transmission line to the 
point where the current is received on the road. If 
it is generated by the using company the cost of main- 
tenance of the power plant should be included with the 
cost of maintenance of the locomotives. The renewals 
of parts of the power plant and transmission lines 
do not occur in the early stages of operation, but they 
are certain to come and when they do are heavy. From 
experience, I must deny that the back shop can be dis- 
pensed with with either class of locomotive, though it 
is admittedly more essential in the case of the steam 
locomotive. 

Extent of Electrification—Where electrification is 
contemplated a very serious question is: What shall 
be its extent? Naturally the desire would be to wipe 
out as many as possible of the extensive accessories 
to steam operation. If, however, it becomes necessary 
to operate steam trains over the electrified section, it 
will obviously be necessary to retain water stations and 
possibly fuel stations, provided the electrified section is 
sufficiently long. This operation of steam locomotives 
under their own power over electrified sections would 
be necessary in case of redistribution and possibly in 
case of diversions where the electrified section formed 
part of the diverted line. Therefore, the claim for 
economy in doing away with these features of steam 
operation would probably not be realized. 


COMMENT ON MR. MUHLFELD’S PAPER 


In my judgment Mr. Muhlfeld’s enthusiasm has car- 
ried him too far in minimizing the advantages of 
electrification. The operation of the electrified roads 
has undoubtedly been good, whether it be terminal or 
road operation. The reduction in the number of engine 
terminals alone is a great advantage, to say nothing 
of the absence of fuel and water service with the stops 
that they entail, the way to get trains over the road 
being to keep them moving. 

He also ignores the fact that the modern improve- 
ments which have so added to the performance of the 
steam locomotives are potential only. “For instance, it 
is possible and common by indifference so to carry water 
in the boiler that the superheater becomes merely a 
steam drier and its value disappears. In many cases, 
because of neglect of damper mechanism or from dirty 
flues, little benefit is derived from improved appliances. 
Modernizing of steam locomotives calls for intelligent 
use of the devices, which will come when the old spirit 
of loyalty returns. 


Mr. GIBBS’ CONCLUSIONS 


The electric locomotive, or electric operation, has 
in many cases undoubted operating advantages because 
the power is generated in quantity at few sources and 
the power on any one train is not limited by the 
capacity of a self-contained portable power plant; sus- 
tained speeds are possible due to independence of fuel 
and water stations and, as a result of both these con- 
ditions, better use can be made of a given stretch of 
road, 

Electrification does not at all obviate the numerous 
delays due to the train itself, such as hot boxes or 
other of the numerous derangements which when com- 
bined so much retard the movement over the road. 


«(lat tial 


November 18, 1920 


Electrification does not obviate that class of delay 
arising from necessary classification on line of the road 
to meet terminal requirements. Where the. terminal 
conditions limit the capacity of the road as a whole 
electrification is not the remedy. 

On level grade roads, where the existing steam loco- 
motives will handle all the cars that can be safely 
moved in one train, the value of electrification will be 
principally the absence of BLOps and probable reduc- 
tion in overtime. 

The claims for fuel saving have been greatly over- 
stated because the comparisons which are made are not 
with the potential performances of the best steam 
locomotives. 

Of course, with steam locomotives the maintenance 
or the indifference of those operating them, both on 
the road and elsewhere, may to a large extent nullify 
the savings possible. 

Stand-by losses must exist probably with both classes 
of operation, but especially with steam, and may be 
any percentage of the total consumption, depending on 
the actual use of the locomotives. 

The relative cost of repairs of both classes of equip- 
ment cannot be fairly stated at the present time because 
maintenance conditions are so abnormal and because 
the most modern locomotives of both classes are too 
new to have reached a stable condition, this being 
especially true of the electric one. While the indica- 
tions are that the maintenance of the electric locomo- 
tive will be less than that of the steam, it must be 
remembered that the electric locomotives are dead 
affairs without the necessary electric generating, trans- 
mitting, converting and track appliances, all of which 
are an added expense, due solely to electrification; hence 
the cost of maintenance of all of these, in addition to 
that of all of the locomotives, divided by the locomotive 
mileage, is the real treasury cost of maintenance per 
locomotive-mile. 

If the operating current is purchased, obviously the 
cost of maintenance of generating apparatus and of 
all appliances to point of delivery of current is covered 
in the rate, but in any event it is ultimately paia 
in some form by the user. 

Personally, I believe that many roads now operated 
by steam will be operated in whole or in part elec- 
trically, but that this will not be decided in the offhand 
manner advocated by some. 
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trifications on steam railroads so far have been based 
on local conditions. In the electrifications in and 
around cities a moving cause has been the elimination 
of smoke and other objectionable features incidental 
to steam operation and the possibility of increasing the 
capacities of the passenger terminals. On the Mil- 
waukee road it was the utilization of available water 
power. On the Norfolk & Western it was to secure 
increase in capacity on a congested mountain division 
with tunnel complications. It is fair to assume that 
other electrifications will be similarly governed by local 
conditions. 


QUESTION LARGELY ONE OF ECONOMICS 


If, after careful consideration of the road, based on 
actual train sheets for the heaviest actual or probable 
congested operation, the capacity and number of active 
and available locomotives required, crediting the oper- 
ation with incidental savings which may be effected, 
and eliminating expenses peculiar to steam operation, it 
appears that there would be economy in electrification, 
either from actual savings or better operation, or both, 
it still remains for the management to decide whether 
the money required can be spent to better advantage 
for electrification than for some other features of the 
general operation. 

In this connection it must be remembered that on 
originating roads a considerable part of the locomotives’ 
assignment is devoted to service on the branches feeding 
the main line and forming part of it, and that in this 
service they make little mileage. If these branches are 
electrified, their operation will be a decided drag on the 
economies of the main electrification, for the reason that 
each of the steam locomotives will have to be replaced 
by an electric one, with its greatly increased first cost 
with small use to justify. If they are not electrified 
and the operation of the district is part steam and part 
electric, locomotive terminals, organizations and all that 
go to make up steam operation must be retained to an 
extent. 


Prepayment Cars in Rome 


ROM a report received from F. Cusani of Milan, 
Italy, it appears that the prepayment plan of fare 
collection has met with approval in Rome. Mr. Cusani 
has sent the accompanying pictures of a short, double- 


It is to be noted that practically all of the elec-end prepayment car as used in the “Eternal City.” 


FRONT AND REAR OF PREPAYMENT CAR USED IN ROME, ITALY 


ELECTRIC RAILWAY PUBLICITY 


Devoted to How to Tell the Story 


Movies in the Electric Railway Industry 


OVIES as a means for effectively disseminating 

railway publicity have been extensively discussed 
in recent issues of this paper. The appended contribu- 
tions give further evidence of the continued interest 
which this subject holds in the industry. 


News Features Good Subjects for 
Film Publicity 


AMERICAN RAILWAYS COMPANY 


PHILADELPHIA, Noy. 3, 1920. 
To the Editors: 

It seems to me that there are three means of. publicity 
open to the electric railways today. First—The spoken 
word, the scope of which is limited, but nevertheless I be- 
lieve that in every company there should be at least one 
man who is sufficiently well informed on the public utilities 
situation in general and the case of his own company in 
particular to appear before public meetings or gatherings, 
such as Rotary Club, Kiwanis Club, Chamber of Commerce, 
ete., to present—preferably not in an oratorical fashion, 
but clearly and succinctly—the facts as they exist. And it 
would be particularly advantageous if there could be con- 
nected with the company some organization of employees 
which would meet at least annually, at a picnic or dinner, 
before which could appear some official of the company 
in whom they would have confidence, and talk along these 
lines. There is nothing new or novel in this proposition. 

Second—The printed word. This has been the most usual 
method through newspaper advertising, dissemination of 
news such as was prepared by the Committee of One Hun- 


Rhymes of the Underground 


The story has been told to you 

Of good Adolphus Minns of Kew, 
Whose virtuous ways have won renown 
From Barking Creek to Acton Town. 
Now with that hero’s blameless life 
Contrast the conduct of his wife: 
Avoidance of egregious sins 

Is not the way of Mrs. Minns. 

That lady, I regret to say, 

While bent on shopping every day, 
Makes no attempt to get it o’er 
Between the hours of ten and four. 
To harassed booking-office clerks 
She makes irrelevant remarks, 

And tenders, to the crowd’s despair, 
A pound note for a penny fare, 

Or, what perhaps is even worse, 
Starts fumbling in a baggy purse. 
She’ll step aboard a Highgate train, 
Then check and double back again, 
And ask a dislocated queue 

If she is right for Waterloo. 

The liftmen, who, you recollect, 
Spoke of Adolphus with respect, 

Are pessimistic, even for them, 
About the fate of Mrs. M. 

Where Gertrude Minns will go when she 
Departs this life is not for me, 

Or you, or liftmen, to decree. 

And, anyway, we needn’t fret, 


She shows no sign of dying yet. 
| From Punch, London, 


dred, company publications and advertising in the com- 
pany’s own cars. This, if properly and skillfully done, is 
a very effective means. I know from personal experience 
that the matter is read and, if well done, is looked for, 
the public being curious as to what the company says next. 

Third—The suggestion that the public be approached 
through the medium of the motion pictures. This, of 
course, would be very effective. It has been used with 
marked success in accident prevention campaigns. As to 
how it could be issued in connection with our general situa- 
tion, I am inclined to agree with the communication pub- 
lished in your issue of Oct. 23 “From the Middle West 
Railway.” I doubt very much that a scenario could be pre- 
pared which would give a true picture of our situation and 
for which the public would stand. 

I do believe, however, that through the medium of one 
or more of the so-called news features or topics of the day 
flashes could be given which would take up from time to 
time certain features of the situation and present them to 
the public in a fashion which would be very helpful. It 
would, of course, require the assistance and co-operation 
of men skilled in this art and could be done only through 
the medium of a national organization, such as the Com- 
mittee of One Hundred, as the expense would be such that 
it could not be done by an individual company. This me- 
dium, of course, would give the widest range to the presen- 
tation of the situation, and it would reach the young people 
and children along certain lines who would not be reached 
through either the first or second methods. It would also 
reach an element of the adult population who probably 
would not read the publicity matter in the paper and who 
certainly would not attend meetings at which it was dis- 
cussed. The suggestion is worthy of careful consideration. 

C. L. S. TINGLEY, Second Vice-President. 


To Public’s Own Interest to Know 
About Their Utilities 


BRITISH COLUMBIA ELECTRIC RAILWAYS, LTD. 
VANCOUVER, B. C., Oct. 22, 1920. 
To the Editors: 

The next step in publicity work seems to me to be the 
training of thousands of more publicity persons among 
the employees and the public of each territory. The age 
when a company should have to force its propaganda upon 
the people when such education is in their own interests 
is passed and the time has come, in my opinion, when the 
public generally should be active as well as passive sup- 
porters of the public utility. In other words, the necessity 
for supporting the public utility should be “sold” to the 
public. Of course when you analyze this it simply comes 
down to the same kind of publicity as we all have been 
conducting, but perhaps it may remove some of the apolo- 
getic or defensive attitude the company may assume. Cir- 
cumstances alter cases, of course, and in some territories 
it may not be possible to put the welfare of the public 
utilities up to the public from a purely self-interest point 
of view, and, again, some territories are handicapped by 
having a sort of vested antagonism against utilities. Then, 
again, in some places people are apathetic and take little 
interest in public utilities one way or another. I know our 
own territory alone in an intimate way, and it has been 
a problem to arouse people at times from their apathy. 
On the other hand, this apathy may be of advantage in 
deadening criticism which otherwise might occur. 

Speaking of this district specifically, we expect that a 
wave of prosperity and development which is passing over 
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“us will take the public atilities ies of the hands of a lot 
of carping critics and make people in general feel more 
disposed toward invested capital. This will also aid us 
because we are now in a position of having the public com- 
ing to us for extensions to service, and these cannot be made 
-so long as public utility credit is at a discount. 

We are using this argument on every possible occasion 
~ to win over to active support those elements of our popula- 
‘tion which are eager for increased facilities and develop- 
ment. I believe that in the course of time we will achieve 
-that end, and for that purpose we are using all possible 

avenues of publicity in laying each case before the men 
-on the street, the business men and the newspapers. By 
steadily pointing out the fact of lack of development we 
are gradually convincing those in allied industries that they 
“must support their public utilities. While only the fringe 
of this work is being touched upon, I have no doubt that 
with the spirit which is prevailing at the coast here people 
will soon realize it is much better to be constructive in sup- 
port of public util‘ties than destructive in their criticism. 

Publicity, of course, is only one small feature in the mak- 

ing of good public opinion and no company can afford to 
-overlook the service it gives and the work of its employees. 
Some people are apt to think that all that is required is 
the formation of a publicity department, whereas I believe 
it is realized in most companies that every employee, not 
‘to mention every official, must be an active propagandist, 
especially because so many people look askance at any 
statements or material coming from a publicity man. If 
‘we are to expect that the public will actively take up the 
backing of their public utilities how much more should this 
‘be the case among the employees of these utilities? 

I have said nothing about the actual mediums of publicity 
because these are too well known to need comment. I have 
merely suggested the tone in which I believe the next steps 
in publicity work should be taken. J. LIGHTBODY, 

Publicity Manager. 


Economy in Track Construction to Be 
Demonstrated by Movie Film 
BosToN ELEVATED RAILWAY 


; ; Boston, Nov. 2, 1920. 
"To the Editors: - 
I am very much interested in the attention which the 
' JOURNAL is giving to the subject of publicity. 
that there are certain shining examples which may be 
pointed out where a thorough job has been done. I do not 
believe that the full benefit of the proper kind of publicity 
has as yet come to the electric railway industry. 

It must be appreciated that local conditions determine the 
starting point for the particular publicity necessary. For 
instance, with us publicity, as it is commonly known, must 
of necessity be influenced by the fact that no longer is the 
property operated by a private company pleading for a 
square deal and the rights of the investing publ‘c, but it 
has come under the direct management of state-appointed 
officers, and this of itself influences the public because of 
the knowledge that the management has no other interests 
but that of the car riders under a service-at-cost act. 

It is quite surprising how different certain phases of 
operation under these conditions are as compared to those 
existing previously under private operation. It is relatively 
simple, therefore, by the printed word to show specifically 
where money is expended for improvements, and why, It 
is likewise simple to convey the effect of large increases in 
wages resulting from arbitration, as well as extraordinary 
increases in price of coal, etc., and their effect on the serv- 
ice and the problem of meeting costs within the limits of 
possible fares. 

But to my mind the surest_.road to proper publicity must 
come through what is commonly called “good will,” which 
lies to a large extent within the power of the large body 
of employees of a street railway to create. As we leave the 

unsettled period of the war behind and efforts are exerted 
toward efficient and economical production, the increase in 
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production, interest and pride in the work of the employees 
must be the rock-bottom foundation of future publicity. 

Where the labor turnover is large the problem of reduc- 
ing wastefulness of labor turnover is necessary. Where 
conditions have become so settled that the labor turnover 
is small the present body of employees must be brought to 
a full realization of their’ actions on the fortunes of the 
company with which they are associated. If no printed 
publictty was sent out from a company whose body of em- 
ployees represented perfection in the matter of securing 
good will of patrons, an outsider would undoubtedly com- 
ment that that particular road must have a good publicity 
department. The contact that these employees have with 
the thousands, their spirit of ‘service, knowledge of the 
facts of the business and apparent interest in performing 
their work in the interest of the car rider would itself be a 
most powerful agent of publicity. 

Unless this foundation has been la‘d publicity pamphlets, 
cartoons, motion pictures and statements cannot bring full 
results, because they will be counteracted by a knowledge on 
the part of car riders that the great body of employees 
are not producing good will. 

If I may draw an analogy befitting the football season of 
the year, I would say that the loyal band of rooters for a 
football team before the game, during the game and after 
the whistle has blown, even though their team may have 
been outclassed, is the right kind of publicity for their par- 
ticular university, even without the facts regarding the 
relative ability, experience, weight or height of the indi- 
vidual players comprising their team. 

I believe I have advised you that’ we are working up a 
motion picture showing the efficiency and economy in con- 
nection with the work of our maintenance department in 
laying track as compared with methods employed but a 
short time ago. With labor organized and conditions as 
they are, I cannot but emphasize what to my mind seems the 
big problem, namely, the creating of good will permanently 
by the great rank and file of street railway employees. 

Epwarp DANA, General Manager. 


Publicity for Safety’s Sake 


The following shows an envelope inclosure card used 
in the safety publicity work of the Beaver Valley Trac- 
tion Company: 


Stop, Look and Listen 


You’re enjoying good health 
—That’s pleasant 


You want to remain so 
—That’s natural 


You may be careless 
—That’s possible 


You may have an accident 
—That’s probable 


You need protection 
—That’s evident 


Better start now 
—That’s wisdom 


WAIT for the CAR TO STOP 


Get off the car in a safe and graceful 
manner. Take hold with ‘tthe left 
hand and face the front of the car. 


—That’s proper 
Do This and Avoid Accident 


Beaver Valley Traction Co. 
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News of the Electric Railways 


FINANCIAL AND CORPORATE «+ 


Ohio Committee Busy 
B. E. Ling Outlines New, Organization’s 


Aims in First Statement to Press— 
Utilities Need Aid 


Benjamin E. Ling has entered ac- 
tively upon his duties as director of the 
new Ohio Committee on Public Utility 
Information. His first news bulletin to 
the press was issued under date of Nov. 
6. In a statement outlining the pur- 
pose of the committee it is pointed out 
that public utility concerns of Ohio 
seek to prevent their business from 
falling into the same financial. plight 
out of which the steam railroads are 
now trying to extricate themselves. 


FAIR TREATMENT ASKED 


All that the Ohio utilities ask is 
“sane, scientific, non-political and just 
treatment” such as will enable them 
properly to perform the service im- 
posed on them by their intimate rela- 
tionship with the everyday life of each 
man, woman and child in the State and 
the communities in which they oper- 
ate. The introductory statement of the 
committee follows in part: 


It will be the aim of this committee to 
put before the people of Ohio by every 
means possible, the economic facts about the 
publie utility industry as an industry. This 
means the small town light plant as well 
as the big eity central power station; the 
village street car line as well as the large 
city street railway system; the independ- 
ent telephone company as well as the Bell. 

The utility companies of Ohio believe that 
their customers have the right to know and 
indeed should know the facts regarding the 
business organizations which serve them 
with such present-day necessities as street 
ear, electric light and power, telephone and 
fas service. 


UTILITIES ASK NOTHING 
SQUARE DEAL 


Without efficient utilities, cities and 
towns cannot prosper, and utilities are un- 
able to be efficient without being prosper- 
ous. Thus the prosperity of each commu- 
nity is intimately bound up with the pros- 
perity of its utilities. Utilities are subject 
to the closest supervision and regulation by 
the State, consequently they cannot make 
any undue or unreasonable profits, but they 
must be enabled to earn sufficient revenue 
to pay for the cost of service rendered and 
insure a fair wage for both capital and 
labor. 

It is the sincere belief of the utility com- 
panies that the public is fundamentally fair 
and just, and that a better understanding 
of the problems of the utilities will bring 
about a closer, more intimate, and more 
fully sympathetic relationship between the 
people who are their customers, and the 
management of the companies which serve 
them. 

The utilities ask nothing but fair play— 
just treatment to enable them to conduct 
their business in such a way that the pub- 
lic is assured adequate and proper service, 
that the employees get a decent living wage, 
and that the men who have invested their 
money in the industry receive a reasonable 
return on their investment. 

Just treatment is essential for the main- 
tenance of good service and for the pro- 
tection of investors. Unless the public 
utilities of Ohio prosper, there can be no 
permanent prosperity in the State. <A util- 
ity rendering a service to a growing com- 
munity cannot stand still; it must grow as 
the community grows or the community will 
stop growing. Stagnation means weakening 
of the utilities service and eventual death 
for both the utility and the community so 
far as prosperity is concerned. 
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PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


Undermining the credit of the utility 
companies so that it is difficult or impos- 
sible for them to obtain additional capital 
cannot fail to have serious and far-reach- 
ing ill effects upon general credit and busi- 
ness prosperity. 

Inferior service is a result of weakening 
the credit of a _ utility. Impairment of 
credit comes about through unwarranted 
attacks upon the service companies and in- 
sistence upon rates too low for companies 
to make a reasonable profit and give a 
proper service. 


Some PAPERS HOSTILE 


A fact which is frequently overlooked 
is that Ohio is the only State in the 
Union with seven cities having a popu- 
lation of more than 100,000 each. These 
cities are Cleveland, Toledo, Akron, Co- 
lumbus, Cincinnati, Youngstown and 
Dayton. In all of these cities except 
Youngstown and Dayton newspapers of 
the so-called Scripps syndicate are pub- 
lished. These papers are avowed ad- 
vocates of municipal ownership. More- 
over, they are a real power in moulding 
public opinion. The Scripps paper in 
Toledo, the News-Bee, has injected it- 
self into the Toledo franchise fight on 
all occasions, but as noted in the ELEc- 
TRIC RAILWAY JOURNAL for Nov. 6 the 
vote in that city at the recent elec- 
tion was a severe rebuke to tactics 
employed by the News-Bee, the mu- 
nicipal ownership proposal having been 
rejected. 


Free Rides in Petrograd 


Free rides are now provided by’ the 
tram cars of Petrograd, the former 
charge of 2 or 3 rubles having recently 
been discontinued. H. G. Wells, the 
British novelist, who has just returned 
from Russia, says of the Petrograd 
tramways that they “are the last legacy 
of capitalist enterprise’ remaining in 
the city. Mr. Wells, in describine life 
in the former Russian capital, in an 
article in the New York Times of Nov. 
7, says: 


People hurry past in the thin traffic 
compared with my memories of 1914. Elec- 
tric street cars are still running, and buses 
until 6 o’clock. They are the only means 
of locomotion for ordinary people remain- 
ing in town, the last legacy of capitalist 
enterprise. They became free while we 
were in St. Petersburg. Previously there 
had been a charge of 2 or 8 rubles, the 
hundredth part of the price of an egg. 

Freeing them made little difference in 
their extreme congestion. During home- 
going hours every one scrambles on a 
tramear.. If there is no room inside you 
cluster outside. In the busy hours fes- 
toons of people hang outside by any hand- 
hold possible. They are frequently pushed 
off and accidents are numerous. We saw 
a crowd collected around a child cut in 
half by a tramecar and two people in the 
little circle in which we moved in St. 
Petersburg had broken their legs in tram- 
car accidents. 

The roads along which these tramcars 
run are in frightful condition. They have 
not been repaired for three or four years. 
They are full of holes, like shellholes, often 
two or three feet deep. Frost has eaten 
out great cavities. Drains have collapsed 
and the people have torn up the wood 
pavement for fires. Only once did we see 
any attempt to repair streets in St. Peters- 
burg. In a side street some mysterious 
agency had collected a load of wood bricks 
and two barrels of tar, 


Franchise Acceptance Soon 


Toledo Grant Will Take Effect Follow- 
ing Property Transfer—Commis- 
sioner to Be Non-Resident 


The active working of the new cost- 
of-service franchise for the electric 
railway system of Toledo, Ohio, is now 
awaiting the untangling of legal and 
technical difficulties encountered in 
transferring the property of the Toledo 
Railways & Light Company to the Com- 
munity Traction Company, formed by 
the provisions of the ordinance. The 
company’s lawyers are busy arranging 
the legal details incident to the trans- 
action. The company has ninety days 
in which to file its formal acceptance 
of the franchise, at the time of which 
filing it will become effective. 

An agreement was filed before the 
ordinance was submitted to the people 
by two companies—the Toledo Rail- 
ways & Light Company and the Com- 
munity Traction Company—in which 
they agreed to accept the ordinance if 
passed by the electors. 


WILL NAME BOARD OF CONTROL 


As soon as the franchise is formally 
accepted Mayor Schreiber will appoint 
a board of control of three members 
which will have full charge of street 
railway matters during the life of the 
grant. The members will serve for 
terms of six years each except the first 
two appointed, who will serve terms of 
two and four years respectively. 

This board of control will have the 
naming of the street railway commis- 
sioner and the fixing of his salary as 
one of its first duties. It will make 
recommendations to the Mayor, who 
will actually make the appointment. It 
is thought that the Toledo commis- 
sioner will be a non-resident in order 
to eliminate difficulties in the initial 
operation of the franchise. 

One of the first duties to be taken up 
by the board of control will be the re- 
routing and reconstruction of the To- 
ledo system. These matters will be 
taken up with a view to more efficient 
operation and better service. The 
building of a cross-town line will also 
be one of the first things to be con- 
sidered in the rebuilding of the system. 


WILL Scrap SOME LINES 


The Toledo lines were acquired by 
different companies combining small 
properties operating single lines. In 
this way the present system acquired 
several parallel routes which will prob- 
ably be-eliminated. The only limita- 
tion placed on the board in its arrange- 
ment of the system will be that it shall 
not cost more than $1,000,000, nor 
impair the ability of the company to 
meet its obligations and earn its spec- 
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ified return on its investment. For all 
money brought into the system in the 
building of the cross-town line and re- 
routing of the present lines, preferred 
stock will be issued to the Doherty 
interests which will yield them 8 per 
cent, thus protecting the present in- 
vestors in the Toledo properties. 


\ 


When the franchise is placed in 
effect it will immediately reduce the 
ear fares from 7 cents and 2 cents for 
transfers to 6 cents and 1 cent for 
transfers. This fare scale will be in 
effect for six months, when the stabil- 


‘izing fund will determine the fare level 


for the next six months. 


City Rejects Service at Cost 


Indianapolis Authorities After Exhaustive Study Request Withdrawal 
of Flexible Fare Proposal—Railway Asks Transfer Charge 


The city of Indianapolis, Ind., on Nov. 4, filed a petition with the Public Service 
Commission of Indiana, requesting the withdrawal of the proposal for service- 


at-cost operation of the Indianapolis Street Railway. 


Immediately following 


the action by the city, the company filed with the commission application for 


authority to charge 2 cents for each transfer. 


The company in its petition 


declares that the additional charge is necessary to provide funds for the enlarge- 
ment and improvement of the system. Officials of the commission indicated that 
the case would be given an early hearing. The present fare in Indianapolis is 


5 cents with no transfer charge. 
to the commission several months ago. 


The city presented the service-at-cost proposal 
The commission has taken no action on 


the original proposal, but it is predicted that the proposal will be discarded. 
When the proposal was placed before the commission, the city, the Indianapolis 


Street Railway and some of the commissioners favored the general plan. 


Since 


that time the plan has come into disfavor with its original sponsors. 


\ , 7 HEN the city proposed the serv- 
ice-at-cost plan to the commis- 
sion the company raised the 

objection that if, under the proposal, 

an increase in fares resulted in reduc- 
ing the company’s rate of return on 
investment, the company’s credit would 
be injured greatly, if not actually de- 
stroyed. Accordingly, E. I. Lewis, 
chairman of the commission; Samuel 

Ashby, corporation counsel; Henry 

Jameson, chairman of the board of di- 

rectors of the company, and H. H. 

Hornbrook, attorney for the company, 

studied the proposal and investigated 

the operation of similar systems in 

Cleveland and Cincinnati. 


OTHER SYSTEMS STUDIED 


In regard to this investigation the 
new petition of the city said: 


We have been unable to find or agree upon 
any plan of operation on the basis of serv- 
ice at cost which would furnish the incen- 
tive of private ownership in an operation of 
service at cost, and the result of our in- 
vestigations generally has been to raise a 
most serious question and doubt as to the 
wisdom of the service-at-cost plan. The in- 
evitable tendency seems to be for the oper- 
ator or company readily to accept increased 
cost of operation with the view that it can 
be passed on to the public by higher fares. 
Such a course results in only adding to the 
burden of the public. 


The experience of Cincinnati was 
cited as an illustration of the operation 
of the plan. On this point the petition 
said: 


The fare was increased from 5 cents to 
6 cents, and from 6 cents to 7 cents, and 
from 7 cents to 8 cents, and during the 
comparatively short time in which the plan 
has been in operation, the company has 
accumulated a very large operating deficit. 
During practically the same time the Indi- 
anapolis Street Railway has been operating 
under the emergency order of the commis- 
sion at 5 cents. It has been able to operate 
without a loss, its revenues have been more 
than its operating expenses and sufficient 
to pay a reasonable return on the fair 
value of its investment. The increased 
fare reduces the number of passengers, and 
has a tendency to increase the cost of oper- 
ation. result is the revenue re- 
eeived from carrying ten passengers at 5 
aetid is more than eight passengers at 6 
cents, or seven passengers at 7 cents, or 


six passengers at 8 cents. This is a sim- 


ple illustration, but shows the effect of the 
higher fare and decreased number of pas- 
sengers on the revenues of the company. 

At the time the city made its suggestions 
as to the plan of operation, it was gen- 
ally supposed that this method was the 
best solution of the street car question. We 
attempted to take the best out of the va- 
rious plans in operation in Cleveland, Cin- 
cinnati, Boston, Montreal and Memphis. All 
of these plans had some features which did 
not meet our approval and the plan sug- 
gested by the city. was submitted to the 
Public Service Commission for its consider- 
ation and to bring this plan to the atten- 
tion of the public for criticism and sug- 
gestions. 

After repeated conferences with Mayor 
Jewett, the city has concluded, in view of 
our investigations since the plan of serv- 
ice at cost was thus submitted to the Pub- 
lic Service Commission for consideration, 
and the unsatisfactory results of operation 
of this plan in other cities since then, to 
withdraw the same from further considera- 
tion by the commission. 

The 2-cent transfer charge is asked 
by the company to cover only the pres- 
ent emergency period. The petition 
states that the additional 2 cents 
for each passenger issued a transfer 
would increase the yearly revenue 


about $300,000. 


TRANSFER CHARGE IMPERATIVE 


For a short time the company was 
granted a l-cent transfer charge by 
the Public Service Commission, the 1 
cent being refunded to the passenger 
in case the transfer was used. This 
charge was intended primarily to elim- 
inate the wasting of transfers and the 
only revenue coming to the company 
was from transfers which were issued 
but not used. This plan was aban- 
doned after a short trial and had 
little effect so far as the company was 
concerned. 

Alleging that present conditions are 
the result of the emergency created by 
the war, the company states that pres- 
ent fares and revenues “are and will 
continue to be inadequate and insuffi- 
cient to maintain your petitioner in a 
solvent operating condition and to en- 
able it to discharge its duties as a pub- 
lic common carrier of passengers.” It 
is also declared that proper service 


cannot be maintained without financial 
relief. 

The cost of maintenance of the sys- 
tem during 1918 was $2,417,407, or 
67.6 per cent of the gross earnings, 
according to the petition. This cost 
for 1920 is placed at $4,087,577, or 75 
per cent of the gross earnings. Taxes 
have increased from $319,675 in 1918 
and $401,806 in 1919 to $540,072 in 
1920. 

ALL Costs INCREASED 


The cost of coal has increased for 
the company from $566,712 in 1918 to 
an estimated cost for coal and power 
in 1920 of $899,584. It is stated that 
the price of coal has increased from 
$2.97 a ton in 1918 to $5.20 a ton this 
year. These increased costs, the com- 
pany says, have more than overcome 
all increases in gross earnings so that 
the net earnings have decreased from 
$1,078,936 in 1919 to $813,007 (esti- 
mated) for 1920. 

The petition states that the value 
of the actual physical property used 
and useful in the public service has 
been fixed by the public officials of 
the State of Indiana and of Marion 
County, for the purpose of taxation, 
at $18,058,570, exclusive of any in- 
tangible values, which is the value 
upon which its taxes are being assessed 
and paid. The Public Service Commis- 
sion has heretofore tentatively found 
the value of the company’s property 
to be between $14,000,000 and $16,000,- 
000. Even upon such smaller sums the 
present net income of the company will 
fail to produce a reasonable return, the 
company contends. 


Baltimore Men Accept 
2-Cent Increase 


The employees of the United Rail- 
ways & Electric Company, Baltimore, 
Md., have accepted a wage increase 
of 2 cents an hour in lieu of the 
15-cent increase they had previously 
asked. A wage scale of 50 cents an 
hour was fixed in August, 1919, and 
since that date the men have received 
no increases in pay. The company has 
been operating at a 7-cent fare since 
October, 1919. This 7-cent fare was to 
continue during 1920. The matter of 
continuing this rate will come before the 
State Public Service Commission within ° 
the next month. The showing of the 


‘company has been good, but the 15-cent 


rise sought by the men would have left 
the company facing a large annual 
deficit. Meetings were held between 
the company officials and the employees 
at which the company was represented 
by President Emmons and General 
Manager Flowers, while the men’s in- 
terests were looked after by Charles C. 
Kranz, president of the employees’ as- 
sociation. 

The men at first indicated that they 
would not accept an increase of less 
than 15 cents an hour. However, when 
the company’s position was made clear 
to them they decided to take the 2-cent 
increase which was offered to them by 
the company. 
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leone Kansas Court in Action 


Hearing of Interurban Employees’ Case Illustrates Workings of New 
Industrial Tribunal—No Talk of Strike 


A striking illustration of the workings of the Kansas Court of Industrial Rela- 
tions is afforded by a case now pending before that body involving a controversy 


bétween the Joplin & Pittsburg Railway, 


Pittsburg, and its employees. The com- 


pany and the men are seeking an interpretation by the court of portions of the 
present wage agreement. This agreement was drawn up last spring after hear- 
ings before the court, and granted the employees a substantial increase in pay. 


At no time during the negotiations has there been talk of a strike. 


The court, 


acting in its capacity as a mediator rather than as a tribunal in the stricter 
be has aided both parties in setting forth their views. The hearings on the 


case have been harmonious. 


The court has now been in existence about a year. 


Under the law appeal from its decisions can be taken to the State Supreme 


Court. 


"T ites were several elements of 
the contract on which the com- 
pany and men could not agree. It 
is hardly accurate to express the situa- 
tion as “controversial.” Throughout 
the negotiations there was none of the 
bitter hostility previously shown in 
the discussions of contracts. The men 
presented their suggestions as to 
clauses wanted, and the company re- 
sponded with the arguments against 
these suggestions; failing to reach 
agreements, the matters were auto- 
matically referred to the Court of In- 
dustrial Relations. Some of the cases 
of difference were mere matters of dis- 
parity as to amounts and extent, both 
parties agreeing as to principles. There 
were some matters minor in immediate 
effect which involved principles on 
which neither side was disposed to 
yield. 


WORKING CONDITIONS INVOLVED 


Five major subjects were submitted 
to the court at a preliminary hearing 
held on Oct. 20. These subjects are: 


Minimum wage for extra men. 
Number of men in freight crews. 
Wight-hour or nine-hour shifts. 
Pay for Sunday shop work. 

. Period for prevalence of order. 


The attitude of the company and the 
men on these matters is as follows: 


1. The va ta of minimum pay for 
extra train men is not disputed ; the court is 
asked by both men and company to fix this 
minimum. The company now has twenty- 
seven extra trainmen, who during the past 
three months have made an average of 
$100 a month. Regular trainmen have 
' averaged, in the same period, $150 a month. 

. The men are asking that a minimum 
of three constitute a train crew when three 
or more freight cars constitute the ‘string’ 
to be handled. They advance preceden 
for this practice. The company maintains 
that the superintendent should have author- 
ity to decide whether two or three or more 
men should do the work on any “string.” 

. The men are asking eight-hour shifts 
in train service, and assert that it is pos- 
sible to evolve a plan whereby the eight- 
hour day can be established without dis- 
turbing the company’s operating program. 
No precedent is advanced on this subject 
by the men. The company maintains that 
passenger service is established on an 
eighteen-hour day basis, providing for two 
shifts of nine hours each; that_ such 
eighteen-hour service can be divided into 
two nine-hour shifts, but not into eight- 
hour shifts; and that the service cannot 
be reduced to sixteen hours a day, which 
would be required under eight-hour shifts. 
The company also maintains that establish- 
ment of eight-hour shifts would result in 
trainmen working an hour overtime on 
every shift, and that the only result of an 
eight-hour order would be an increase in 
the wages, which have already been fixed 
by the court. 

4. The men are asking time and a half 
for Sunday work in the a a Here, again, 
a principle is involved. The shopmen now 
take Sunday work in rotation, employees 
Sunday work in shops. every 
That this practice is not 


oe One 


averaging 
other Sunday. 


burdensome or disagreeable to the men is 
argued by the company in view of the fact 
that shopmen wanting to be off on the 
Sunday when their turns come have no 
difficulty finding substitutes. ; 

The company takes the position that 
extra pay for Sunday work is admittedly 
and rightly a penalization, to compel em- 
ployers to reduce Sunday work to a mini- 
mum, and to prevent an employer from 
profiting by Sunday production and extra 
labor of employees. In this case the com- 
pany does not operate shops on Sunday 
for profit, but for public service, It points 
out that Sunday shop work, particularly 
the cleaning of cars, is a regular and 
emergency feature of interurban operation, 
an unavoidable incident of the business 
and of the job. An order providing for 
extra pay for Sunday work would merely 
be an increase of wages. 

5. The men and the company disagree as 
to the period over which any order issued 
by the court shall prevail. When the court 
fixes these disputed matters the order takes 
the place of a contract; and the men wish 
to be assured that the conditions of the 
order shall govern for at least a year. 
They are understood to be suggesting a 
two- or a three-year period. The company 
suggests the advisability of limiting the 
prevalence of the order to a short period 
if any limitation is set. A year would be 
the maximum period satisfactory to the 
company, under present uncertain condi- 
tions. 

The court is alleged to have gone on 
record regarding the principle of the 
eight-hour day for trainmen. Judge 
Huggins of the court remarked that in 
principle the eight-hour day is desir- 
able; but that nine hours.a day does 
not constitute a physical or mental 
strain detrimental to health in train 
service, and is not long enough to de- 
prive an electric railway worker of his 
secial privileges. He said he would 
favor an eight-hour day if it could be 
done without overburdening the com- 


pany. 
LABOR SITUATION REVIEWED 


Aug. 1, 1920, was a notable day in 
the history of the railway. This date 
has customarily marked the beginning 
of the “annual” strike. One year the 
men were out thirty days, another 
ninety days, while negotiations for a 
new contract were proceeding; Aug. 1 
has been the date on which the com- 
pany’s contract with the various unions 
terminated. 

On Aug. 1 last the company and the 
men had already agreed upon practi- 
cally all the terms of the new contract; 
a few items remained under negotia- 
tion, and these were automatically and 
as a matter of course referred to the 
Court of Industrial Relations, the men 
continuing at work while the subjects 
were being settled. 

A few words concerning the negotia- 
tions between company and men this 
year, affecting the contract now being 


formed, will help to connect the vari- 
ous phases of the present situation. - 
Early in the spring of 1920 the em- 


ployees of the railway began their an-~ 


nual practice of wondering what was 
going to happen when the contract. 
negotiations were entered into. Pitts- 


burgh, the headquarters of the com-~ 


pany, is a coal-mining town, and one- 
of the most thoroughly unionized com- 
munities in the United States. There- 
were more than 600 strikes of coal 
miners in the Kansas and Missouri. 


fields in a period of twenty months dur-- | 


ing the war; strikes had become a nor- 
mal and accepted incident of discus-- 
sions between employees and employ-. 


ers in almost every industry. The city” 


is also the headquarters of Alexander’ 
Howat, president of the coal miners’ 
union in Kansas, and Howat is aggres-. 
sively hostile to the Court of Indus-- 
trial Relations. Agitation promoting’ 
labor unrest is therefore continuous. 
in Pittsburgh. 


INDUSTRIAL CouRT INTERVENES: 


When the employees of the railway 
began to wonder about the probable 
events accompanying making of a new 
contract to go into effect on Aug. 1 
the Court of Industrial Relations made 
a visit to Pittsburgh. It summoned 
the committees of the railway men’s 
unions, officials of the company and 
employees not officially designated to 
represent the unions. Frank O’Shea,. 
of the Amalgamated Association, also. 
appeared before the court. 

The court, following the hearing,. 
issued an order, effective May 1, fix-- 
ing the wages of trainmen and shop-- 
men at an advance of 5 to 10 cents an. 
hour and fixing higher maximum for 
certain other classes of workers. The- 
company and the men accepted the- 
order without complaint or appeal. Inx 
July the trackmen, substation operators... 
and others whose wages had not been 
readjusted in the May 1 order were 
heard by the court, the circumstances: 
being the same as at the first hearing. 
Their wages were the subject of an. 
order effective Sept. 1, some increases: 
being granted, some wages being left. 
as before. Again the findings were re- 
ceived by both parties without ques- 
tion. 


ELEMENTS OF CONTRACT 


The two hearings and the consequent 
findings going into effect May 1 and 
Sept. 1 related only to wages. The 
second wage reference to the court, 
as above noted, occurred in July while 
the company and the men were discuss- 
ing the new contract. The discussion 
proceeded in relation to other phases 
of the contract than wages, and, dur- 
ing September, nearly every element of 
the contract was agreed upon. In most 
cases the paragraphs were reaffirma- 
tions of the same paragraphs in the-- 
previous contract. 

Three of the elements in the new 
contract, as agreed upon by company 
and men, have particular interest: 

1. The general conditions of employ- 
ment, including seniority, selection of” 
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or wee a 


runs by men, promotion, etc., were de- 


| - eided upon without trouble. 


2. The company is at liberty to hire 
men who are or are not members of 
the union—the old contract having this 
same implication. Neither old nor new 


contract specifically mentions “closed” 


or “open” shop. The factor of inter- 
est in this liberty of the company is 
that the road has been so thoroughly 
vnionized \that the men did not con- 


sider it necessary to provide against 


employment of non-union labor, feel- 
ing sure that all new employees would 
eventually become members, and the 
men evidently have the same confidence 
of maintaining their organization under 
operation of the Court of Industrial 
Relations. 

3. The new contract provides that 
there shall be no strike or lockout; that 
all differences shall be referred to the 
Court of Industrial Relations and both 
sides shall abide by the findings of that 
tribunal. ' 


T. H., I. & E. Released in 
Electrolysis Case 


‘The Judge of the Circuit Court of 
Putnam County, Indiana, recently re- 
turned a decision in an electrolysis case 
brought against the Terre Haute, In- 
dianapolis & Eastern Traction Com- 
pany by the Brazil Gas Company, in 
which the plaintiff was denied an in- 
junction against the defendant; was 
declared to be not entitled to recover 
from the defendant for any damages, 
expenses or losses alleged to have been 
sustained, and was not entitled to re- 
cover damages in the action. The de- 
fendant was awarded judgment ac- 
cordingly and for the costs laid out and 
expended. 

The finding of facts brought out by 
the court showed that the gas company 
on July 31, 1918, filed a petition with 
the Public Service Commission of In- 
diana alleging that its underground 
pipes were being destroyed by stray 
current from the interurban which 
passes through a street in Brazil, Iil., 
that is occupied by a line of pipe of 
the gas company. The cause of this 
was alleged to be poorly bonded rails 
used by the interurban. : 

‘During the course of the hearings 
it. was decided that a survey should be 
made by the Bureau of Standards. 
Thereafter the commissioners ordered 
the traction company to rebond its 
rails in Brazil within sixty days and 
to install a potential wire approxi- 
mately 3 miles long with permanent 
taps to the track and switches pro- 
vided to connect in a recording volt- 
meter for a period of one year. The 
gas company was simultaneously or- 
dered to install within sixty days four 
insulating joints in the pipe line 
affected and to report to the commis- 
sion the voltage drop across each joint. 
Both companies complied with the 
order, but. the gas company endeavored 
to recover alleged damages through the 
court, with the result pointed out pre- 
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Saginaw Men Out ‘Again 


Strike Renewed on Account of City 
Council Failing to Keep Its 
Word with Railway 


The trainmen on the Saginaw city 
lines of the Saginaw-Bay City Rail- 
way, Saginaw, Mich., went out on 
strike. on Oct. 3 for an increase in 
wages of 10 cents an hour, the com- 
pany having declared its inability to 
grant any further increases in wages 
until a higher rate of fare should be 
authorized. 

On Oct. 5 the City Council of Sag- 
inaw gave the company what were sup- 
posed to be definite assurances that if 
the cars were put in operation the com- 
pany would be granted fair consider- 
ation and the matter of an increased 
fare taken up immediately with a view 
of settling the railway question. A 
provisional agreement was then entered 
into with the trainmen for a temporary 
increase of 10 cents an hour: pending 
the results of: negotiations with the 
city. 

Since that time the company has had 
several conferences with members of 
the City Council. That body has now 
taken a definite stand that it will not 
consider any increase in fare unless the 
company will agree to put on a number 
of motor buses to serve the outlying 
factory and residential districts not 
now being served by street-car lines. 


RAILWAY SEEKS RELIEF 


The company informed the city in 
answer to this proposal that it was in 
need of immediate relief to enable it to 
earry on the operation of the present 
system, and that it was impossible to 
take on any additional financial burden 
such as would be required by the oper- 
ation of a number of motor-bus lines. 
Facing this inability to reach an agree- 
ment with the city, the company in- 
formed the trainmen that on Nov. 1 
their wages would revert to the rate in 
force prior to Oct. 1. The men: re- 
fused to work under these conditions 
and again went on strike Sunday night, 
Oct; 31, 

The company is advertising for men 
to operate the cars at the same rate of 
wages paid before Oct. 1 but has not, 
at the time of this writing, been able 
to secure any men. Consequently no 
cars are being operated in Saginaw. 

For some time the rate of fare in 
Saginaw has been 6 cents cash with 
labor and school tickets at five for 
25 cents. The company filed petitions 
with the City Council of Saginaw on 
Sept. 1 and Sept. 7 asking for an in- 
erease in fare. Effort was made to 
show the City Council that at the pre- 
vailing rate of fare the company was 
not paying operating expenses and 
taxes, to say nothing of interest on the 
investment or allowance for deprecia- 
tion. 

The Council was requested to grant a 
10-cent cash fare. As a counter pro- 
posal the City Council offered to sub- 
mit to the people at the Nov. 2 elec- 
tion a proposition for an 8-cent cash 
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fare, with five tickets for 35 cents and 
school tickets at five for 35 cents. The i 
company needed immediate relief and 
requested the Council to pass an emer- 
gency ordinance granting an immediate 
increase in fare. This the Council re- 
fused to do. The company then offered 
a counter proposition’ of 10-cent cash 
fare, with four tickets for 30 cents and 
a 5-cent fare for children between the 
ages of five and twelve. - This the Coun- 
cil also refused to consider. 


ASK UNIFORM WAGE 


The contract with the trainmen ex- 
pired on Sept. 80. The men had put 
in a request for increased wages and 
had stated that they would not work 
for anything less than was being paid 
the same company’s trainmen on the 
Bay City lines, where, however, the 
rate of fare in force is 10 cents cash, 
with four tickets for 30 cents and 5 
cents for children between the ages 
of five and twelve. 

The trainmen in Saginaw were re- 
ceiving prior to Oct. 1 a maximum 
rate of 45 cents an hour on two-man 
cars and 50 cents an hour on one-man 
cars, while those in Bay City were re- 
ceiving the corresponding rates of 55 
cents and 60 cents an hour. The train- 
men were informed by the company 
that it would be unable to grant any 
increased wages until it could secure 
an increase in its rates of fare. 

The city of Saginaw permits unre- 
stricted jitney bus competition and dur- 
ing the last few months about twenty 
large jitneys have been operating on 
the same street occupied by one of the 
most important street-car lines, 


Interurbans Back Lake Route 


Officials of interurbans operating in 
Indiana and: other Middle Western 
states are much interested in the pro- 
posal to create a Lakes-to-the-Sea 
route, via the Great Lakes and the St. 
Lawrence River. Indiana business men 
and manufacturers testified in favor of 
the project at a recent hearing in 
Indianapolis before the joint congres- 
sional commission. The commission has 
been conducting an investigation, hold- 
ing hearings in various cities, to deter- 
mine the merits of the proposed scheme. 

It is contended that if the lake ports 
were made available for ocean-going 
craft Gary would become the most im- 
portant lake port of the state. It is 
thought that in this case Indiana 
manufacturers, doing a large export 
business, would ship materials either to 
Gary or to Chicago, via intérurban. A 
number of traction officials are said to 
feel that if the proposed route was put 
through their lines would benefit. 

One of the chief reasons why the 
traction lines of the state have not fur- 
ther developed their freight business 
is that there is at present no way of ob- 
taining through business, there being 
no continuous connection between 
Indiana and the East. In the case of 
goods consigned for ocean shipment to 
ports as close at hand as Gary no such 
handicap would exist. 
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National Problems Discussed 


Engineers at Chicago Urge Reform in 
Governmental Departments—Func- 
tions of Council Transferred 


The Engineering Council met on Oct. 
21 in Chicago in a session devoted 
largely to the making of progress re- 
ports and the closing up of affairs pre- 
paratory to turning over its functions 
to American Engineering Council of 
the Federated American Engineering 
Societies at the end of this year. 


LICENSING PLAN APPROVED 


The licensing bill for engineers was 
approved as a suggested model to be 
used by any governmental body 
wherein a discussion of this matter 
might come up. Some discussion was 
cevoted to the situation in the Patent 
Office at Washington. The engineers 
had endeavored during the last session 
of Congress to correct affairs in the de- 
partment through a bill to increase sal- 
aries of examiners and advance the 
wages of employees. This bill passed 
the House, but it was so amended in 
the Senate that its real object was lost. 
The result is that the work of the Pat- 
ent Office is being seriously handi- 
capped through the loss of competent 
examiners and the council therefore 
passed a resolution favoring a renewed 
effort at the next session of Congress 
to reinstate the original bill as it passed 
the House. 

The most important matter which 
came before the council for discussion 
was the report made by M. O. Leighton, 
head of the national service depart- 
ment, on the status of the movement 
for the establishment of a national de- 
partment of public works. In this re- 
port Mr. Leighton pointed out that 
there were two outstanding facts in 
connection with this movement: 

1. The engineers of the country in good 
faith had started something which they do 
not now seem inclined to finish. 

2. The scope of the movement and its 
ramifications will extend beyond all limits 
written or spoken of at the time. 

The campaign to bring about the 
formation of such a national depart- 
ment of public works, said the speaker, 
had been successful to a degree beyond 
that anticipated, but the original enthu- 
siasm of so many engineers for the 
movement had apparently been reduced 
to a passing interest. 


NATIONAL COUNCIL URGED 


Mr. Leighton spoke of the meeting 
held in New York recently at which 
the conclusion had been reached that 
confusion in Congress would be avoided 
by the organization of a Federal Re- 
organization Council which would act 
as a common body to carry forward an 
accepted program embodying the reor- 
ganization plans of the numerous inter- 
ests now working separately along this 
line. Such a national council was. ten- 
tatively adopted by the delegates with 
an agreement to report back to their 
several organizations for the purpose 
of securing adoption of the plan. The 
meeting for final organization will take 
_ place on or about Novy. 15. 
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In case the plan of procedure is fol- 
lowed that has been mapped out, the 
obvious result will be that a depart- 
ment of public works, if created, will 
not be an achievement of engineers and 
architects solely, but of men and 
women of many professions and voca- 
tions. < 

Mr. Leighton summarized his ideas 
as to the prospects for a department 
of public works by declaring it to be 
his belief that the principle is thor- 
oughly settled in the minds of the pub- 
lic and of the majority of the members 
of Congress. The important question 
remaining is the kind of a department 
that we shall have, civil or military. 


News Notes 


Four Cents More for One-Man Oper- 
ators.—Employees of the Wisconsin 
Railway, Light & Power Company at 
La Crosse, Wis., on one-man cars will 
get 4 cents an hour more wages than 
motormen and conductors on two-man 
ears. This action, reeommended by the 
State Board of Conciliation, must be 
ratified by the State Railroad Commis- 
sion. 


Opposes City Ownership. — Judge 
Nathan L. Miller, Governor-elect of 
New York State, has not announced 
definitely what improvements will be 
effected under his administration in the 
transportation facilities of New York 
City. He has said, however, that he is 
cpposed to municipal ownership, but 
that he will make a comprehensive 
study of the traction problems in the 
metropolis before any definite plans are 
set forth. 


A Good Samaritan Needed.—Dr. 
Frank Crane, of newspaper fame, has 
written an article in the Spokesman- 
Review, Spokane, on the Federal Elec- 
tric Railways Commission’s report. 
Dr. Crane points out that while the ad- 
visability of private ownership or mu- 
nicipal ownership has not :yet been 
decided on, in the interim, the electric 
railways should be put on a common 
sense basis. He says, “The electric 
railways on their way from Jerusalem 
te Jericho have fallen among thieves 
and are sorely bruised. They sadly 
need a good Samaritan.” 


Co-operation Urged.—The directors 
of the Board of Trade of Indianapolis, 
Ind., have adopted resolutions calling 
attention to the fact that the commu- 
nity cannot grow and prosper unless 
there is a good utility service for homes, 
factories and business institutions and 
urging co-operation between the public 
and the local utilities. The resolutions 
assert “that without reference to any 
particular utility, we express our be- 
lief that those who provide utility serv- 
ice are entitled to rates that will cover 


Vol. 56, No. 20 


their expenses and give them a rea- 
sonable return on their investments.” 


No Settlement in Syracuse.—The 
matter of service-at-cost in Syracuse is 
still pending. A public meeting was 
held on Nov. 4 in the Common Coun- 
cil Chambers at which members of 
the commission, representatives of the 
employees of the New York State Rail- 
ways and prominent citizens of Syra- 
cuse were present. Corporation Coun- 
sel Edmund H. Lewis has announced 
that the city administration will ask 
the Board of Aldermen to approve or 
reject the agreement between the rail- 
ways and the city government without 
further delay. 


An Example for Car Employees.—A 
conductor in the employ of the Waverly, 
Sayre & Athens Traction Company, 
Waverly, N. Y., was charged recently 
with petty larceny on two counts. After 
pleading guilty he was sentenced to 
thirty days in jail with a fine of $25. 
The offense was “knocking down” fares 
and reselling tickets which had been 
collected from passengers. President 
Rogers of the company has made a 
statement to the effect that this is the 
first step that has been taken by rail- 
ways throughout the State to put an 
end to dishonesty on the part of em- 
ployees. 


Men Oppose Wage Cut.—Notice has 
been served upon the London (Ont.) 
Street Railway Company by a commit- 
tee of the employees that if an attempt 
is made to reduce the wages of plat- 
form men below the present scale of 
52 cents an hour, there will be a gen- 
eral strike. The 52-cent scale was made 
effective in September after a series 
of conferences at which company offi- 
cials agreed to pay a scale based upon 
the company’s earnings after certain 
charges had been deducted. The men 
have received word that the earnings 
of the company, after bond redemption 
has been provided for, will not be suffi- 
cient to pay ithe 52-cent scale any 
longer and that a 49-cent scale will 
soon become effective unless relief is 
immediately forthcoming. 


Wages of Linemen Adjusted.—In the 
offices of District Attorney Stuart W. 
Walker, at Martinsburg, W. Va., late in 
October, a disagreement over the wage 
scale of linemen in the employ of the 
Monongahela Valley Traction Company, 
Fairmont, W. Va., was ironed out as the 
result of a conference between a repre- 
sentative of the company and the United 
States District Attorney. Some time 
ago the company granted its linemen 
an increase in wages. The increase 
was not large enough to suit the work- 
ers and they asked that it be raised. 
In order to settle the matter in an 
amicable way, the linemen selected 
James Riley, a union leader, to present 
their cause, and the company named 
F. W. Lawrence, of Sanderson & Porter, 
New York. Messrs. Riley and Lawrence 
conferred and decided to select Colonel 
Walker as a third member of the arbi- 
tration board. Colonel Walker said that 
the award in the case would not be 
made public until later. 
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- $1,022,000 Deficit for “L” 


Boston Company Under Operation of 
Public Trustees Has This Amount 
to Overcome as of Oct. 1 


‘ During the period of three months 


ended Sept. 80, this being the first 


quarter of the trustees’ fiscal year as 
defined by the public control act, the 
receipts of the Boston (Mass.) Elevated 
Railway from all sources have been less 
than the actual expenditures for the 


_ Same period by the amount of $1,039,- 


147. Applying to this the balance of 


$17,080, which represented the excess of . 


receipts over the cost of service during 
the year ended June 30, gives approxi- 
mately $1,022,000 as the amount of the 
current deficit to be overcome as of 
Oct. 1. In addition to this) amount 
there is $435,348 retroactive back pay 
which was paid in October, 1919, but 


‘applied to the months of May and June, 


1919, for which provision has not yet 
been made. 

The actual increase in operating ex- 
penses for the past three months over 
the corresponding period of last year 
amounted to $872,692. Of this amount 
the increase in wages chargeable to 
operating expense totaled $426,000. 

Because of the abnormal price that it 
has been necessary to pay for coal used 
to produce power, the cost of coal this 
year as compared with the same three 
months last year has increased $239,- 
000. The average cost of the coal con- 
sumed last year was $5.75 per ton, 
while for the same three-month pe- 
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riod this year it has been $11.50 per 
ton, and during the month of September 
the actual cost of the coal consumed 
was $12.67 per ton. 

The increased cost for the three 
months over the same period last year 
of the materials used in maintenance 
and repairs amounts to approximately 
$160,000. 


WHERE THE BOSTON ELEVATED MONEY 
WENT THE PAST YEAR 


M04 DAYS PECEIFTS $16,361,206 WERE PAID IN WAGES TO APPROXIMATELY 10,000 EMPLOYEES 


| M4 DAYS RECEIPTS 53.436.000 WERE PAIO OUT FOR 
MATERIALS, SUPPLIES AND OTHER ITEMS. 


DAYS RECEIPTS 53,498,000 WERE PAID OUT AS DIVIDEND RENTA ALS TO 1 
9.208 STOCK. 

HOLDERS OF THE COMPANY AND TTS LEASCO Cine ae RETURN 

OR SERS OF ON THEI INVESTMENT 


29 DAYS RECEIPTS $2,699,820 WERE PAID AS INTEREST ON BORROWED 
MONEY REPRESENTEO BY BONDS AND NOTES TOTALING $54,260,000 


2.RAYS RECLUTS wince WERE PAO Ton PutL, THE OfERATION OF Tt 
ROAD REQUIRING APPROXIMA’ onsen fONS OF COAL FER ve’ 


Rly OAYS RECEIPTS tafe ee WERE SET 
70 PRovioe FOR NEW EQUIP 


SIDI THROUGH DEPRECIATION 
NT AND IMPROVED FACILITIES 


NW, 0488 RECEIPTS 41.$0120 WERE FAIO OUT 
vor sun! ang Tonnee 


HE DAYS RECEIPTS 91,095,218 WERE P 


PAID FOR TAXES. 


1 DAYS RECEIPTS $477.436 


WERE PAID OUT ON 


ACCOUNT OF INJURIES AND DAMAGES, 


1 OF ) DAY'S RECEIPTS $17,040 REPRESE! 
MECEIPTS OVER THE CO 


GemERAL Avoiron 
Onoter, 1930 
prnicess 


The month of October, is of course 
the period of heavy maintenance ex- 
penditures for the year This period 
having been passed, the management 
expects that the results during the bal- 
ance of the present year and the first 
half of next year will provide sufficient 
excess of receipts over expenditures to 
overcome the deficit. 


RECEIPTS AND COST OF SERVICE OF THE BOSTON ELEVATED RAILWAY FOR 
THREE MONTHS. ENDED SEPT. 30 


Receipts 
ae ch yee a alse ree seals eee ese ee ee ne ne ene $7,850,434 
From operation of special cars, mail pouch service, express and service CATR”. vies c ee 46,258 
From advertising in cars, on. transfers, privileges at stations, etc... 0... 0.0.0... cece eee 75,172 
From other railway companies fcr their use of tracks and facilities.......... 13,338 
From rent ‘of busines and other property. . mt Fret ‘2S ee et 


From sale of power and other revenue.............. 


Total “receipts” from direct operation of the road 
Interest on deposits, income from securities, etc..... 


“$8,017,179 
98 016 


Pa a cee clio ag wise ce cee cc cnc cetietenseeeresrsegneracs $8,115,195 
1 Cest of Service 
Operating Expénses 
Maintaining track, line exapment on RT he Sos ce ae" awa (ee [Fob bdo ad VAG Aa $1,011,297 
Maintaining cars, en Sains, ai kia bE liege IA Seiad rs 785,484 
Power (including 50,537 tons of Beal a Sa Sab ahs daita kas potions sow uiretes 879,143 
Depreclatloty eee trae 6 sete cee te ts ; 501,000 
Transportation expenses (including wages of car employees, carhouse expenses, ete. 4 2,978,089 
Salaries of administrative officers....... 0.0.0.0 esse esses 19,812 
Law expenses, injuries and damages, and insurance. 308,758 
Other general expenses................0200002-0005 315,928 
I eS es 65,527 
Total operating expenses (including $4,529,752 for wages)....... 0.0.0.0. 00s sees $6,865,041 
PRAmEB TOON ieee airy ofr ease eee vse cs ect eee tree ee 401,093 
Rent for leased roads Getiieive RPMI piteets a aaa hs oon went +» sae 5 + Ty, «dee 670,711 
Proportion - rent of subways and tunnels, to be paid to the ‘City iptiGoston..... 2: eee : 382,555 
Piberant GU ODOR BIG UOTE fees eee ee ee ce ee ee nie elem ninalinnes 347,748 
Miscellaneous rng oS USS Ee rete et cee” 16,575 
Proportion of ijbisiookrs ig at erik Gite OL 380,841 
Proportion of rent of Cambridge subway to be paid to Comm. of Mass. 89,775 
ane EG EE, i ca wees weve ete beeen re ecet eres aues $9,154,342 
Net loss.for three months. .......--< +. see e eee eee $1,039,147 
Reyenue passengers... <2... 2. ee ees 79,324,921 
ipts per revenue passenger WE tat oh Gil A Bins & FS ppg piein’en oS Th oy penis 


Beeei of servi ey ie pes me revenue heocagte eee se Osi 


(of 71 cents) 
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Aberdeen Up to Date 


Operating Ratio 79 per Cent—294 Rides 
per Inhabitant per Year—Small 
Deficit Shown 


Scotch foresight is obvious from the 
report of the Aberdeen Corporation 
Tramways for the year ended May 31, 
1920. In preference to showing a de- 
ceitful surplus, William Forbes, general 
manager, recommended that the depre- 
ciation and renewal allowance be raised 
to £22,615 as against £13,877. This 
policy produced a deficit of £5,203. 


FARE INCREASE HELPFUL 


This deficit would have been avoided, 
however, if the fare increase deferred 
to June 1, 1920, had been made a little 
earlier. For example, the first ninety- 
four days following June 1 showed 
£9,292 more income, due to raising the 
4d. six-tenth mile stages to $d. (1.5c.), 
while the 1d. stage was shortened from 
1.6 miles to 1.25 miles and a 1.5d. stage 
introduced to give an average possible 
ride of 2 miles. 

Despite unseasonable weather and the 
change to awkward fare units the loss 
in traffic is less than 1 per cent, while 
the revenue increase exceeds 21 per 
cent. Aberdeen hopes soon to be in the 
“no fixed charges” position of Glas- 
gow, inasmuch as the reserve funds 
now stand at £355,747 against a capital 
expenditure of £385,878. “Interest on 
capital” was only £1,526. Statistical 
comparisons of the current and 1919 
fiscal’ years follow, the 1919 figures 
being given in parentheses in each 
case. 


EXPENSES ADVANCE 30.79 PER CENT 


Gross earnings were £169,731 (£140,- 
901) and expenses £141,852 (£108,451), 
interest, sinking fund, depreciation and 
renewals £33,082 (£25,613), net result 
£5,203 deficit (£6,837 surplus). While 
revenue increased 20.46 per cent, oper- 
ating expenses rose 30.79 per cent, 
mainly due to wage increases and the 
48-hour week. Passengers carried were 
48,544,709 (41,946,442), an increase of 
15.73 per cent, raising the number of 
rides per inhabitant per annum from 
254 to 294 in a city of 165,000. Car- 
miles were 2,440,087 (2,215,795), or an 
increase of 10.12 per cent, while 
the passengers per car-mile were 19.87 
(18.9). 


MaANy PAy REDUCED FARES 


Receipts per car-mile averaged 16.69d. 
(33.38¢.) and expenses 13.95d. (27.9c.). 
The operating ratio was 79.53 per cent. 
As more than one-third of the riders 
paid only 4d. fare and nearly all the 
rest only a 1d. fare the average revenue 
per passenger was only 0.84d. (1.68c.). 
At the end of the year Aberdeen had 
13.4 double-track miles route and 1.1 
miles single-track route. Eight cars 
were built in the home shops, increas- 
ing passenger rolling stock to ninety- 
two, and six more cars are under way. 
An important improvement is the gen- 
eral installation of inter-pole high- 
speed motors. 
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B. R. T. Deficit Grows 


Summary of Operation of System for Year Ended June 30 Shows 
Loss of $686,725—Gross Receipts Increase $1,200,000 


A summary of actual results in operating the rapid transit lines of the 
Brooklyn (N. Y.) Rapid Transit Company for the year ended June 30, 1920, 
was issued on Nov. 8 by Kuhn, Loeb & Company and Kidder, Peabody & Com- 
pany, who are acting as a committee for holders of the corporation’s three- 
year 7 per cent secured notes and of New York Municipal Railway first mort- 
gage 5 per cent sinking fund bonds, series A. The statement, prepared by 
Stone & Webster, shows an actual deficit of $686,725 in earning fixed charges on 
these bonds and prior securities, compared with a previous estimate of a deficit 
of $474,000. The increase of $212,725 in the actual over the estimated shortage 
of net revenue to meet interest requirements occurred, according to the sum- 


mary, despite an increase of gross earnings of about $1,200,000. 


receipts amounted to $19,893,465. 


HE report of the engineers to the 
| banking firms notes that the pre- 


dict on made last year to Federal 
Judge Mayer has been borne out, 
namely, that without an increased fare 
the transit lines would not be able to 
earn even the fixed charges upon the 
underlying bonds aggregating $22,937,- 
000 and the notes, bonds and receivers’ 
certificates together aggregating $73,- 
000,000, to say nothing of the $14,654,- 
794 of certificates of indebtedness, rep- 
resenting but a small part of the cost 
of the elevated lines contributed by the 
company to the rapid transit system. 
The report continues: 


The actual results of operation for the 
past year, as shown by the accompanying 
table, prove that our prediction was fully 
justified, and in view of the increase re- 
cently made in wages, with the large ad- 
vance in the cost of coal and even disre- 
garding the cost of the recent strike, that 
prediction can be reiterated, with even 
greater force, as applied to the earnings 
for the fiscal year ended June 30, 1921. 


Dericir HXcEEDS ESTIMATE 


The actual deficit of $686,725 shown for 
the fiscal year ended June 30, 1920, an in- 
erease of $212,725 over our estimate, was, 
of course, determined without making allow- 
ance for any return upon the city’s invest- 
ment (including cost of completion) of 
more than $150,000,000 in the city-owned 
subways, nor is any allowance made for 
interest to the amount of $879,288 on cer- 
tificates of indebtedness of New York Con- 
solidated Railroad Company held by the 
trustee under the first refunding mortgage 
of the Brooklyn Rapid Transit Company, 
these certificates being, we are advised, 
junior to the subway bonds. 


INTEREST CHARGES INCLUDED 


The fixed charges on subway bonds (first 
mortgage bonds of New York Municipal 
Railway Corporation which are pledged 
for the 7 per.cent notes and 5 per cent 
notes of Brooklyn Rapid Transit Company ) 
as given in the table which follows, include 
interest at 5 per cent and the sinking fund 
charges, so far as chargeable to operation. 
In addition to the fixed charges shown 
$1,216,805 of fixed charges on subway bonds 
and receiver’s certificates were chargeable 
to cost of construction during the year. 


The results of the year’s operations 
are summarized in the following table: 


COMPARATIVE STATEMENT OF BROOKLYN 
RAPID TRANSIT COMPANY 


Year Ended June 30,1920 Actual Estimate 
Gross earnings........ $19,893,465 $18,675,000 
Operating expenses and 
taxes ie sh 16,536,796 14,691,000 
Balance.............. $3,356,669 $3,984,000 
Fixed charges eee to sub- : L<-) ee 
_ way bonds........... $1,254,130 $1,275,000 
Miscellaneous rentals. . 43,312 R 
eee $1,297,442 $1,318,000 
Bilao.) | .s,2s 050. "$2,059,227 $2,666,000 
Fixed Pee yen on 5 per 
centsubway bonds... $2,745,952 3,140,000 
Deficit. .... $686,725 $474,000 


The gross 


The report says further: 


It will be seen that the gross earnings 
increased substantially above our estimate, 
but that the operating expenses and taxes 
increased by an even greater amount. Our 
estimate was based on the expectation that 
the Montague Street and the Queensboro 
tunnels would be open for operation in the 
fall of 1919. This expectation was not 
realized and the two tunnels were not open 
for operation until August of this year. 

The large increase in gross earnings was 
due to an unprecedented advance in the 
riding per capita which was_ general 
through all of New York City. The disin- 
tegration of the surface lines both in Brook- 
lyn and Manhattan, involving an increased 
cost of riding on those lines, was undoubt- 
edly an important contributory cause. 

Unfortunately operating expenses were 
unexpectedly increased. To provide for the 
great increase in riding over the old lines 
additional car mileage was necessary. The 
cost of maintenance grew rapidly, due prin- 
cipally to the serious advance in the cost 
of materials and labor. Due chiefly to the 
unexpected advance in the price of coal the 
cost of power increased more than $500,000 
above our estimate. Taxes also showed a 
material increase. We believe that the 
maintenance on the property during the 
past year has been good. 

The reduction in the actual fixed charges 
below the amount estimated was due to the 
delay in completion of the new lines and 
equipment, as a result of which a greater 
amount of fixed charges on the company’s 
obligations were charged to the construc- 
tion account and a less amount to the 
operating account. 


With regard to new lines and others 
under construction the engineers say 
that, “due to the short time they have 
been operated, and the disruption of 
service caused by the strike, no com- 
parison of actual earnings from those 
new lines with our estimates can as yet 
be made.” This refers to the Montague 
Street and Queensboro tunnel lines, 
which were completed and put into oper- 
ation in August. The statement also is 
made that other important and neces- 
sary construction has been delayed, 


chiefly on account of the very difficult 
labor situation. 


Denver Interest Defaulted 


Ernest Stenger, president of the Den- 
ver (Col.) Tramway, has addressed a 
letter to the holders of the Denver City 
Tramway first and refunding 5 per cent 
bonds, notifying them of the default in 
interest on Nov. 1. Mr. Stenger ex- 
presses the hope that the deferment is 
only temporary and that the financial 
condition of the company will permit 
the payment of the coupons prior to 
the expiration of the period of default. 
He is also hopeful that the company 
will in the near future be granted an 
increase in fare. Mr. Stenger says in 
part: 


Like other street railways and _ public 
utilities this company during the war and 
since experienced a large and substantial 
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increase in its operating expenses, attrib- 
utable principally to increased wages and 
cost of materials, while corresponding in- 
creases in rates of fare have not been 
granted, 5 

On Aug. 1, 1920, practically all of the 
employees precipitated a strike, causing a 
cessation of operation in that month and 
an interference therewith since that time. 
It is hoped that within a reasonable time 
increases in fare will be granted by the 
proper public authorities to offset the above 
mentioned increases in operation and that 
thereby impairment of public service and a 
receivership may be avoided. 


Dividend Cut Explained 


President of American Light & Trac- 
tion Company Looks for Upward 
Turn Soon 1 


Emerson MeMillin, chairman of the 
board of the American Light & Trac- 
tion Company, New York, N. Y., has 
issued a statement to stockholders rela- 
tive’ to the reduction which was made 
in the common stock dividends which 
were paid recently. He calls attention 
to the poor earnings that have been 
recorded by the company this year and 
that the management recommended a 
cut in dividends to adjust payments to 
existing bad conditions. ; 

The report for the twelve months 
ended Sept. 30, last, follows: 


1920 L9DS ae 
Gross earnings... $4,074,414 $4,081,217 
Expenses .. 22.8. 396,559 209,0 
Net earnings... $3,677,855 $3,872,190 
Previous surplus... 10,576,260 12,274,167 
Total surplus... $14,254,115 $16,146,357 
Total dividends .. 5,048,677 5,570,097 
Final surplus... $9,205,438 $10,576,260 


Mr. McMillin said in part: 

When the tide turns we will promptly 
recommend a readjustment of dividends to 
the then condition of earnings. To those 
who object to the continuance of stock 
dividends, let me call your attention to the 
fact that we are obliged to expend millions 
every year in extensions, additions, and 
improvements. These expenditures are 
generally met by issuance of bonds. 

Our company has preferred to make 
these from earnings and then issue stock 
dividends for same, or for part of the 
expenditures. In this way the stockholder 
ean get some return on his investment, 
which has been buried in the ground and to 
that extent keeps its property free from an 
inereased mortgage debt. 

The quarter ending Sept. 30, 1920, is the 
worst in our history. The quarter ending 
Dec. 31, 1920, will be bad, chiefly because 
of high costs. But we will be receiving 
better prices. With the closing of the be 
1920 we will have passed the peak of h 
costs, probably, and at any rate will 
receiving, we feel assured, much fairer 
prices. 

At the beginning of this year the officers 
were encouraged to believe that we had 
passed the peak of high costs, and that the 
companies’ earnings would gradually in- 
erease. But by April the wild spasm of 
higher priced coal was launched and that 
product went up from $3 per ton at the 
mines to as high in some instances as $15 
per ton. But $9 was almost universally 
asked, and those who were compelled to 
buy had to pay from $7 to $10 per ton. 
Labor at the same time was demanding 
and gi spe increases. The result was 
from that time on to very recently our 
increase in earnings rapidly disappeared 
and the first eight months of 1920 showed 
more than $300,000 decrease, compared with 
the same period in 1919. 


Road May Not Suspend 


Although bondholders of the Cumber- 
land Railway, Carlisle, Pa., had an- 
nounced that operation of the road 
would be discontinued on Nov. 1, there 
is still a possibility that the line will 
not be abolished. 
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L. C. C. Trams Win and Lose 


Continued Increase in London Street Railway Traffic at Higher Fares 
Does Not Offset Expenses 


__ The report of the London County Council Tramways for the year ended March 
' 31, 1920, shows that by that time at least the heavy riding of war years had not 


Pabated, despite the restoration of diminished bus services. 


Compared with the 


preceding fiscal year, passenger traffic rose from 636,157,361 to 685,124,156 and 


ear-miles from 48,052,801 to 53,156,060. 


However, the number of passengers 


per car-mile dropped from 13.24 to 12.89 because the management finally was in 
position to put cars in shape for service without dismantling others to secure 


‘repair parts—a war-time expedient! 


At that, the traffic density in the year 


‘ended March 31, 1914, was only 8.86 passengers per car-mile. 


ECEIPTS increased from £3,469,- 
165 to £4,168,512, equivalent to an 
! increase from 17.87d. (35.74 cents) 
‘to! 19.4d. (38.8 cents) per car-mile, 
whereas revenue per car-mile in the last 
pre-war year named was only 8.9d. 
(17.9, cents). The increased revenue 
came partly from the greater density 
of traffic and partly from the increased 
average fare per passenger, which was 
2.02 cents in 1914, 2.62 cents in 1919 
and 2.92 cents in 1920 fiscal year. The 
fact that the London County Council 
Tramways system has to compete with 
much duplicating bus service over 
largely the very same routes, that it is 
physically shut off from the most 
profitable traffic area and that a lot of 
business is also carried by rapid transit 
lines keeps it from attaining the density 
of traffic and good load factor possible 
in other British cities where these 
handicaps are absent. 


OPERATING EXPENSES OUTSPEED 
INCOME 


In the fiscal year ended March 31, 
1919, the tramways escaped a deficit 
with the tiny surplus of £8,069. In the 
following year, however, the deficit 
after meeting all debt charges was 
£100,712. This came about through a 
rise from £2,858,414 to £3,646,781 in 
operating expenses, a change which will 
be better understood by saying that car- 
mile expenses rose from 14.27d. (28.54 
cents) to 16.62d. (33.24 cents) compared 
with 6.5d. (11 cents) in 1914 fiscal year! 

In accordance with Parliamentary 
regulations applying to municipal un- 
dertakings, part of the capitalization 
must be written off annually in specified 
ways. Thus the net debt has been 
reduced from £9,923,528 in fiscal year 
1914 to £8,086,570 in the last fiscal year. 
The fixed charges of the L. C. C. are 
much higher per mile than other British 
systems owing to the enforced use of the 
conduit system and extraordinary street 
widening charges. 

No contributions have been made in 
relief of rates (taxes) since March 31, 
1903. Nevertheless, the tramways this 
year paid the municipal governments 
£168,203 in property taxes and £34,424 
interest and redemption charges on 
street improvements. Like any private 
corporation, income taxes must be paid 
to the National Government, that item 

‘alone amounting to £117,646 in the year 
ended March 31, 1920, while fixed 
charges were £675,324. 

Up to May-June, 1918, the rnost-used 
ride—the penny—was good for 2 miles; 


from that date to May, 1919, the dis- 
tance was 1.8 miles; from May, 1919, to 
April, 1920, 1.5 miles, and from April, 
1920, to September, 1920, 1.2 miles. 
The present penny fare is good only for 
0.6 mile. Children are charged 1d. for 
1.5d. and 2d. stages, 2d. for 3d. and 4d. 
stages and 3d. thereafter. Workmen’s 
tickets are now only of round-trip char- 
acter with a minimum of 2d. for 3.6 
miles round trip, 4d. for 7.2 miles and 
6d. for further distances. 

Since April, 1920, also the tramways 
have charged a 2d. (4-cent) universal 
fare good between specified terminals 
during 10 a.m. to 4 p.m. Mondays to 


‘trailers. 
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given above, 1d. is quoted for conveni- 
ence as being the equivalent of 2 cents. 
Actually with exchange at $3.60 the 
equivalent of one penny would be 13 
cents. 

The physical property of the L. C. C. 
at the end of the fiscal year detailed 
was 144 miles double and 5.1 miles 
single-track route; 1,376 double-truck, 
240 single-truck, fifty steel subway cars 
used in the Kingsway tunnel, and 158 
trail cars. The average number of cars 
in daily use .was 1,248 motors and 115 
The average schedule speed 
‘was 8.91 m.p.h. This is very good in- 
deed considering ‘the fact that the 
standard individual motor car is a 
seventy-eight-seat double-decker. 


Interborough Still Showing 
Improvement 


After deducting interest, rentals, etc., 
the Interborough Rapid Transit Com- 
pany, New York, N. Y., for the month 
of September shows a deficit in its net 
income of $510,227 against a deficit of 
$484,722 for the corresponding month 
of the previous year. Compared with 
the August deficit of $658,482 the In- 
terborough is showing an improvement. 


SUMMARY OF EARNINGS OF INTERBOROUGH RAPID TRANSIT COMPANY 


Month Ended Sept. 30, 1920 


Gross Operating TEVeNUe,. chai csae ys cee cet cue css 
Operating Gxpepsesis sh vied waelsteston« neces ke alay se 


Net operating revenue..............0.-..0000. 
Sateth PR Oey Clk aycistey cee MEME nia icy av ate’ € bj0 s.niencni 


Income from operation.., 0.2. 05...6. eee ees 
Non-operating income 0; 4 annie dejnm he oles elena sain. 


Cen GEe In CORIO, Us AAI oe eee a ae aia a's 


Interest, rentals, etc., including Manhattan guarantee.. 


Net Corporate Income (exclusive of accruals under the pro- 
visions of Contract No. 3 and related Certificates which 
under these agreements with the City are payable from 


POSES GATMIBMES |". GS Pleas eats VT oe bs Sine ene 


Operatine: percent... ceamettsis cies shea» ages +0 
Passengers carried (revenue) 


Three Months Ended Sept. 30, 1920 


Gross operating revenue.....6...--sseee eee eee eee 
DATA LB EOXDODRES. ys icrtaetaetibagreyeierace:y oa eler, » wievene's 


Net operating TeVeDUG, deste bi etawiccle eam sce ete 


Piste ever eORMte se, od. lvta era seni tecabl a sielp esta Zine ete 


Income from operation.©. 20.0.5... seco 
DOME CINeT ANS LACOMIG SS ics nie ato valu ciersagin ate ties ode e's 


Gross income........- oo og eg de QL oes rege 
Interest, rentals, etc., including Manhattan guarantee... 


Net Corporate Income (exclusive of accruals under the 
provisions of Contract No. 3 and related Certificates 


which under these agreements with the City are pay- 
ablefrom future earnings. ............0.200200e 


Operating per cent 


Passengers carried (revenue)..........-....+-400-5: 


Percentage 
Change 
1920 1919 Over 1919 
$4,326 .560 $3,842,198 12.6 
sibs Uae 2,905,293 2,513,214 15.7 
nates $1,421,267 $1,329,984 6.9 
217,361 213,536 1.8 
BS ne $1,203,905 $1,116,447 7.8 
53,664 44,985 24.8 
$1,257,569 $1,159,433 8.5 
1,767,797 1,644,155 fe 
Sstoa *$510, a aes 722 — 5.3 
5 ata 67.15 38 ‘a 
80,664,382 71, 528 478 12.8 
Percentage 
Change 
1920 1919 Over 1919 
..... $12,442,573 $10,964,269 13.5 
Seutite 8,482,088 7,031,204 20.6 
$3,960,484 $3,933,063 0.7 
Latah 653,131 640,609 2.0 
Lo. $3,307,353 $3,292,455 0.5 
158,142 134,946 17.2 
aokes $3,465,496 $3,427,401 yt 
5,177,631 4,951,608 - 
ota ¥*$},712,135 *$1,524,207 —12.4 
ote 68.17 64.13 as 
ie Fee OEE, $202,878,894 13.9 


* Deficit. 


Fridays inclusive except on bank or 
legal holidays. One purpose of this 
much-debated experiment is to increase 
off-peak riding; another, and some say 
the main purpose, was to make life 
miserable for the competing London 
General Omnibus Company. The latter, 
after vain efforts to have the mid-day 
fare abolished, followed suit on Sept. 
27 so far as city traffic is concerned, 
although in a letter of Sept. 24 Lord 
Ashfield, chairman of the bus company, 
wrote that he considered the idea eco- 
nomically unsound. In the comparisons 


For the three months ended Sept. 30, 
1920, there was a deficit of $1,712,135. 
This was a decrease of 12.4 per cent 
over the corresponding period of 1919. 
In. September the Interborough carried 
9,135,904 more passengers than it did 
in the same month of 1919. For the 
three months ended Sept. 30 the reve- 
nue passengers carried incredsed 12.8 
per cent. ; 

Frank Hedley, president of the com- 
pany, recently issued a statement in 
which he declared that the present 
5-cent fare was inadequate. 
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Youngstown Refinancing 
Approved 


The Ohio Public Utilities Commis- 
sion has approved the plan for the 
refinancing of the utility properties 
centering at Youngstown, Ohio, dis- 
cussed in the issue of Nov. 6, page 985. 
The commission has issued an order 
authorizing purchase by the Pennsyl- 
vania-Ohio Power & Light Company 
of the properties of the Pennsylvania- 
Ohio Electric Company, a subsidiary 
of the Republic Railway & Light Com- 
pany, and has authorized the former 
company to issue bonds, notes and cap- 
ital stock with which to secure funds 
to pay for the properties acquired. 
These properties are appraised at $27,- 
200,000. Ownership passed to the com- 
pany on Nov. 1. 

The commission has authorized the 
Pennsylvania-Ohio Power & Light Com- 
pany to issue these securities to pay 
for the propert’es: First and refunding 
mortgages of $13,000,000 at 74 per cent, 
to be sold at 90; general mortgage 8 
per cent bonds of $3,375,000, to be sold 
or pledged at 66% per cent; 8 per cent 
10-year collateral trust notes of $2,250,- 
000, to be sold at 87; 8 per cent cumu- 
lative preferred capital stock of par 
value of $1,800,000, to be sold at 84; 
common stock of $10,000,000, to be is- 
sued and delivered fully paid and non- 
assessable. 

An increase in the capital stock of the 
Pennsylvania-Ohio Electric Company, 
from $10,000,000 to $25,000,000, has 
been authorized. The refinancing plan 
is for the purpose of rearranging sub- 
sidiary companies and segregating rail- 
way, power and light companies. 


Gas Law Declared Confiscatory 


Judge Julius M. Mayer, in the United 
States Distr’ct Court at New York, has 
handed down an opinion in which he 
indicates the form of the decree find- 
ing what is called the 80-cent gas law 
of 1906 unconstitutional in so far as it 
applies to the New York & Queens Gas 
Company. In the locality in which the 
company operates the statute allowed a 
charge of $1 per 1,000 cu.ft., however, 
but in other respects the case is similar 
to those of the Consolidated Gas and 
other companies which have been be- 
fore the court in recent months. Judge 
Mayer summarized the findings of the 
special master who took testimony and 
substantially confirms the report. He 
states that the cost of making and 
delivering gas to the consumer by this 
company was $1.0076 without making 
any allowance for return on investment. 

Judge Mayer emphasizes the fact 
that the court is not a rate making 
body and he refrained from indicating 
a figure which would be proper to es- 
tablish as the price under the decision. 
In discussing this matter he shows that 
the cost of producing gas has been 
increased through conditions arising 
from the war and also through economic 
factors arising from industrial condi- 
tions, and he especially instances the 
cost of oil which now enters so largely 
into the making of gas, which has 
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been greatly increased because of the 
use of oil for purposes not foreseen 
fourteen years ago. 

He adds that the matter of fixing a 
new price rests with the Legislature 
and he expresses the hope that it will 
receive prompt and intelligent treat- 
ment from that body. As it might be 
cited as a reason for the delay on the 
part of the Legislature if the court 
should indicate a new price to be 
charged no such action will be taken, 
but the tribunal will merely declare 
the statute confiscatory under present 
conditions and therefore unconstitu- 
tional. 


Reorganization Plan Abandoned 


Elliott C. McDougal, chairman of 
the bondholders’ protective committee 
of the International Traction Company, 
Buffalo, N. Y., has announced that the 
plan for the reorganization of the cor- 
poration has been abandoned. A de- 
fective notice of the plan given to the 
depositing bondholders and opposition 
developed by supporters of George K. 
Reilly, a Philadelphia banker, are 
given as reasons for abandoning the 
reorganization plan. 

Plans are now being prepared by 
Mr, McDougal and leaders of the bond- 
holders’ committee for the submission 
to depositing bondholders of a modi- 
fied proposition which it is hoped will 
meet with the support of the object- 
ing bondholders, headed by Mr. Reilly, 
J. M. Johnston and R. M. Stinson, deal- 
ers in investment bonds in Philadel- 
phia. Thomas E. Mitten, a member of 
the bondholders’ committee and a big 
factor in the management of the Inter- 
national Railway, contends that the 
attitude of Reilly is a move to discredit 
kis plans of management and operation 
of the property. 

No date has been set for a meeting 
of the bondholders’ protective com- 
mittee, but Mr. McDougal has stated a 
conference will be held within the next 
two weeks. 


Receivership Suit Dropped 


The suit has been dropped in which 
a receiver was asked for the Toledo & 
Western Railroad, Toledo, Ohio. It was 
started in Common Pleas Court at 
Toledo, on petition of Frank Nevine, 
a holder of bonds of the company, who 
declared that the road was not meeting 
its debts and was allowing its equip- 
ment to deteriorate. He sued for $300. 
The company confessed judgment and 
paid the court costs upon agreement 
that the receivership proceedings should 
be dropped. 

Recently the road defaulted on in- 
terest payments on its bonds. It has 
had difficulties for several years but 
according to officers is now beginning 
to get back on a paying basis. Recent 
tariff revisions by the Interstate Com- 
merce Commission and increased pas- 
senger fares have brought up the earn- 
ings of the company. The road is 
operated by the Doherty interests and 
operates 86 miles of line, connecting 
Toledo with Sylvania and other towns. 
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News Notes 


Final Decree in Syracuse Case.—A 
final decree of dissolution of the Em- 
pire United Railways, Syracuse, N. Y., 
now the Empire State Railroad, which 
went into bankruptcy in 1915, has been 
handed down by Supreme Court Justice 
Leonard C. Crouch. The court has 
denied the applications for preferential 
payment, amounting to more than $10,- 
000. The Railway Audit & Inspection 
Company was ordered paid $3,152 for 
furnishing conductors and motormen 
prior to the bankruptcy. C. Loomis 
Allen, now vice-president of the Syra- 
cuse & Suburban Railroad, who was 
receiver, was ordered paid $5,000. The 
assets of the company will be dis- 
tributed by the receiver on a propor- 
tionate basis among the creditors. The 
total sum owing creditors is in the 
neighborhood of $8,000,000. 


Would Merge Two Roads.—Nathaniel 
T. Bacon, who recently purchased the 
Sea View Railroad, Wakefield, R. L, 
formerly owned by the Rhode Island 
Company, has proposed a plan of 
consolidation of the road with the 
Narragansett Pier Railroad, of which 
he is the president. It is proposed to 
organize a new company with $500,000 
capital stock, half in 7 per cent cumu- 
lative preferred and half in common, 
the preferred to be taken by the pres- 
ent owners in payment for the physical 
assets and the towns along the line to 
take the common stock at par to pro- 
vide the necessary capital. The towns 
would pay for the stock in 4 per cent 
town bonds. The combined valuation 
of the properties involved is placed at 
$1,050,359. The plan will be acted upon 
at an early date. 


Real Estate Sale Brings $390,000.— 
Three parcels of land belonging to the 
New York (N. Y.) Railways were sold 
at auction on Nov. 9. A total of $390,- 
000 was realized. The parcels sold in- 
cluded the minor holdings, two large 
carhouse plots being passed by with- 
out a bid. It was announced that these 
will be offered again on Dec. 7. Sale 
of the properties is subject. to the ap- 
proval of the United States District 
Court, in which Judge Julius M. Mayer 
is presiding. The sale was ordered on 
an application of Job E. Hedges, re- 
ceiver for the New York Railways, and 
held under the auspices of former Pre- 
siding Justice Francis M. Scott of the 
Appellate Division, who had been ap- 
pointed special master by Judge Mayer. 
Both Mr. Hedges and Justice Scott 
were present at the sale, as were rep- 
resentatives of Stetson, Jennings & 
Russel, attorneys for the Guaranty 
Trust Company of New York, trustee 
for the New York Railways bond- 
holders. 
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Traffic and Transportation 


Buses Under Ban 


New Haven Aldermen Repass Ordi- 
nance Restricting Jitneys—Hartford 
_ Ordinance Upheld by Court 


The Board of Aldermen of New 
Haven, Conn., on Nov. 8 passed an ordi- 
nance ruling jitneys off the principal 
streets served by the Connecticut Com- 
pany. This ordinance is identical with 
the one passed by the board on Sept. 
13, but vetoed by Mayor Fitzgerald on 
the ground that the public hearings 
conducted on July 26, Aug. 6 and Aug. 
16 were held on the trolley-jitney ques- 
tion in general, and not to consider a 
proposed ordinance, as required by law. 
The Mayor is expected to sign the new 
bill, his only objection to the previous 
measure being based on this technical- 
ity. 

FINES FOR LAW BREAKERS 


The anti-jitney measure, after speci- 
fying the routes which the buses will 
be allowed to follow, provides that: 


All persons operating public service motor 
vehicles while carrying passengers for hire, 
or soliciting persons to become such pas- 
sengers shall keep to the traffic routes des- 
ignated’ and fixed by Section 1 of this 
ordinance. 

Any person, firm or corporation violating 
any of the provisions of this ordinance 
shall forfeit and pay a fine of not more than 
$100 for each offence. 

Jitneys are again operating within 
the limits of Waterbury, the Water- 
bury City Council having repealed the 
ordinance barring them from the 
streets. The measure was repealed by 
the Council following the raising of 
the fare on the electric lines to 10 
cents straight. 

The Superior Court on Novy. 6 de- 
nied the application of the Jitney 
Owners’ Association of Hartford for 
an injunction restraining the city from 
enforcing the terms of an ordinance 
relegating the buses to the side streets. 
The court held that in enacting the 
anti-jitney measures the city authori- 
ties had not exceeded the powers 
granted them by the General Assembly 
of the state. The court’s opinion said 
in part: sh 

The fixing of routes and schedules for 
jitneys is an ‘appropriate exercise of the 
feaw atory power of states and municipal- 

es. 

It is the claim of the applicant, however, 
that this ordinance is so unreasonable in 
its provisions as to render it null and void. 

An ordinance is reasonable (in the sense 
that, it is not inva ‘on_ the ground of 
unréasonableness) if it tend in some degree 


to accomplish the object for which the legis- 
lative power was given. 


HarTFoRD BUS OPERATORS JAILED 


Failure of the injunction proceedings 
has given rise to a demand on the part 
of the Hartford jitney men that the 
City Council repeal the present ordi- 
nance. The whole question was to 
come before the Council this week on a 
petition from the Jitney Owners’ Asso- 


ciation. This petition is said to have 
been signed by several thousand citi- 
zens. If the present law is repealed 
the Connecticut Company is expected 
to withdraw service from its Hartford 
line, as it did in the case of Bridge- 
port. 

Six jitney drivers were arrested on 
Nov. 8 because they persisted in oper- 
ating their machines in defiance of the 
city ordinance. The battle between 
the trolleys and the jitneys in Hart- 
ford has been brewing for a year. It 
came to a head on Oct. 22 when the 
State Public Utilities Commission ruled 
that the Connecticut Company might 
charge a straight 10-cent fare on all 
its lines within the state. The bus 
operators have .been placarding their 
buses with posters reading: 


The trolley car company charges you 10 
cents. We charge you only 5 cents. Help 
get the lower fare by protesting to the 
City Council to repeal the city ordinance 
right away, so that the jitneys may be 
restored to the streets of Hartford. 


Seven Cents in Kenosha 


The Wisconsin Railroad Commission 
on Oct. 30 authorized the Wisconsin 
Gas & Electric Company, Kenosha, to 
increase the fare on its lines in Keno- 
sha to 7 cents cash with eight tickets 
for 50 cents. The increase in rates 
was made necessary by the recommen- 
dation of the State Board of Concilia- 
tion, approved by the commission, in- 
creasing the wages of trainmen and 
other employees in the transportation 
department of the company. The com-: 
pany offered testimony to the effect 
that for the year ended Sept. 30 the 
railway department had available after 
depreciation a net return of $2,887 on 
a valuation of $486,000. It is estimated 
that the wage increase would amount 
to approximately $13,700 a year. 

In connection with the rate case the 
commission considered the matter of 
service. In a previous decision it had 
recommended a number of extensions 
of the company’s lines. Compliance 
with ‘these suggestions the company 
had: found inadvisable if not impossible 
because of the difficulty of obtaining 
money. It has, therefore, provided a 
bus service over three of the four pro- 
posed track extensions, which is being 
operated in every way as a part of the 
railway system. The operation of. the 
buses for a period of one month indi- 
eated that the proposed track exten- 
sions would be unprofitable as the bus 
revenues are too low to pay running 
expenses. After considering the matter 
the commission held that the buses are 
furnishing a much-needed service and 
that their operation should continue. 
Under the circumstances, it was of the 
opinion that the revenues and expenses 
of bus operation are properly included 
in the utility business. 


Court Again Intervenes 


Federal Judge Appoints Masters to Re- 
port on Des Moines Case—Fare 
Solution Sought 


Judge Martin J. Wade, of the Fed- 
eral District Court, has named three 
masters to devise a plan whereby the 
receipts of the Des Moines (Iowa) City 
Railway may be increased to meet the 
necessary expenses. of interest, opera- 
tion and fixed charges. In appointing 
the masters Judge Wade calls attention 
to the fact that the present 6-cent fare 
is not sufficient to meet the current 
expenses and pay any material amount 
on the back wages of the employees. 

The appointees are John A. Guiher, 
of Winterset, Iowa, a member. of the 
State Railroad Commission; E. D. 
Perry, a Des Moines attorney, and Paul 
Beer, manager of the Flynn Dairy Com- 
pany, Des Moines, whose training has 
been along engineering lines. 


TEMPORARY SOLUTION SOUGHT 


The position of the masters, accord- 
ing to the memorandum of the court, 
will be to look over the field, confer 
with representatives of the city and 
with the receivers and suggest to the 
court some method by which receipts 
may be made to equal expenditures. 
They will also be expected to take into 
consideration the question as to whether 
it is not possible to increase the service. 

The masters will not be called upon 
to conduct an extensive investigation, 
since Judge Wade holds that the ques- 
tion is only a temporary one in that 
the Iowa Legislature will meet within 
the next few weeks and he expects 
some action to be taken there to meet 
the rate situation in Des Moines and 
other cities of the State. “I am only 
endeavoring to find a way to keep the 
cars running until some permanent 
plan can be agreed upon and I do not 
see how this can be done without legis- 
lative action,” said Judge Wade. 

In his ruling Judge Wade summarizes 
the local traction situation as follows: 


1. With few exceptions Des Moines has 
lower street car fares than any city in 
Iowa. 

2. Des Moines car men get more pay 
than those in other cities in the State 
with one exception. 

3. Every advance in .wages has been 
earnestly requested by the city and opposed 
by the receivers so that no one can contend 
that so far as the receivers are concerned 
they are responsible for the unwarranted 
expenditures. 


INSOLVENCY COMMON KNOWLEDGE 


4, The Des Moines City Railway is in- 
solvent and was insolvent when the fran- 
chise was granted, of which every one had 
common knowledge because its indebtedness 
was a matter of common knowledge. 

5. The company has not made a profit 
since the franchise was granted: 

6. There is no.jsouree of payment: for 
certain interest charges and fixed charges 
and the expense of operation which must 
be paid except fares. 

7. Books are kept open and the court has 
beem open to hear any criticism. 

8. The 5-cent fare prior to the last rise 
in wages just about paid running expenses 
and fixed: charges. 

9. One cent additional fare was added to 
cover the last raise in wages and the court 
assumed that. it would pay current ad- 
vanced wages and back wages within a few 
months. 

10. With increase in fare travel was de- 
creased so that extra one cent is not suffi- 
cient to cover certain expenses as expected. 

11. There is a_ deficiency at present 
which must be made up. 
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Kight-Cent Fare Made Permanent 


Chicago Surface Lines Granted Rate to Yield 7.5 per Cent Return— 
Commission Places Valuation of $159,113,114 on Properties 


.The Illinois Public Utilities Commission on Noy. 8 made public its decision 


on the valuation of the Chicago Surface Lines for rate-making purposes. 
valuation, as of April 30, 1920, was fixed at $159,113,114. 


This 
To enable the com- 


pany to earn a reasonable rate of return, which the commission finds to be 
7.5 per cent, the temporary order of the commission for a straight 8-cent fare 


was made permanent. 


This order of the commission comes directly after hear- 


ings at which the representatives of the Chicago City Hall endeavored to con- 
vince the commission that it should not grant any further rate increases nor fix 


any more valuations during the remaining period of its existence. 


It will be 


recalled that the Republican candidates on the Mayor Thompson ticket in the 
recent campaign were elected by a very large majority, their principal fight in 
the campaign having been waged on the platform of abolishing the public 


utilities commission and re-establishing 


land, special counsel for the city, 

declared that the people by an 
overwhelming vote had registered their 
disapproval of the actions of the Public 
Utilities Commission and that in the 
face of this condemnation the commis- 
sion should cease to issue any further 
orders. The city sought to frustrate 
the work of the commission in estab- 
lishing a valuation and permanent rate 
by renewing the appeal in the Circuit 
Court for an injunction to: prevent the 
companies from charging an 8-cent 
fare in violation of their contracts with 
the city calling for a 5-cent fare. The 
court has held several hearings on this 
case but had reached no decision at the 
time of this writing. 

The present order of the commission 
as to valuation and rate of fare is the 
outgrowth of a petition filed on Aug. 2, 
1919, by the four corporate companies 
operating under the designation of the 
Chicago Surface Lines. In their peti- 
tion the companies asked the commis- 
sion to establish such rates of fare as 
would provide a fair return upon the 
valuations established by agreemént in 
the 1907 ordinance contracts. The orig- 
inal valuations fixed in these ordinances 
for the respective companies follow: 


A‘ the hearings, Chester E. Cleve- 


Chicago Railways.........-+. $29,000,000 
Chicago City Railway........ 21,000,000 
Calumet & South Chicago Ry.. 5,000,000 
The Southern Street Railway.. 775,000 


Total $55,775,000 


The amount added to capital account 
upon certificates of the Board of Super- 
vising Engineers from Feb. 1, 1907, to 
June 1, 1919, was as follows: 


Chicago Railways ........0+6. $61,805,535 


Chicago City Railway ........ 33,011,570 
Calumet & South Chicago Ry... 6,184,105 
The Southern Street Railway. . 924,254 


ie oe Ree ce Cite les fags he EN pee $101,925,462 


The total capital valuation of the 
respective companies as of June 1, 
1919, were therefore represented to be: 


Chicago Railways ............ $90,805,533 
Chicago City Railway ........ 54,011,570 
Calumet & South Chicago Ry... 11,184,105 
The Southern Street Railway.. 1,699,253 

Purchase price.......-..0+: $157,700,461 


While the surface line companies 
sought to obtain only a fair and rea- 
sonable rate of return upon this agreed 
purchase price, they nevertheless of- 


5-cent fares. 


fered to prove that the fair value of the 
property devoted to the public service 
is more than the agreed purchase price 
when ascertained by consideration of 
the cost to reproduce, the original cost, 
investment, present value, all overhead, 
including such preliminary costs as en- 
gineering supervision, interest, insur- 
ance, organization and legal expenses 
during construction, contingencies, and 
all other elements of value. They fur- 
ther offered to prove that they should 
be permitted to earn a just and reason- 
able return upon not less than the 
aggregate purchase price. 


COMMISSION’S JURISDICTION 
QUESTIONED 


The city of Chicago, in answer to 
the petition of the companies, sought 
to establish that the commission was 
without authority to change or modify 
the rates of fare, since these were 
specified in contracts which were con- 
sidered valid and binding between the 
city and the companies. The city said 
that if the petitioners charged fares in 
excess of those fixed by the ordinances, 
either with or without the authority of 
the commission, such action would 
amount to a repudiation of the contract 
ordinances and give the city the right 
to cancel the privileges granted. It con- 
tended that in view of the large bene- 
fits received by the stockholders in 
the past, the burden resulting from 
increased cost of maintenance and 
operation should be borne by them. 

It also contended that the capital 
account or agreed purchase price was 
inflated by $75,000,000 over the fair 
value of the properties employed in the 
public service. The city also made 
various other ‘representations among 
which was one that the ‘service given 
is inadequate and inefficient and does 
not justify an increase in fare, and 
another that the company should be 
required to spend $9,000,000 accumu- 
lated in the renewal fund to meet in- 
creased expenses. 

Despite the representations of the 
city, the ‘commission subsequently 
issued several temporary orders in- 
creasing or changing the rate of fare, 
and these orders were challenged in the 
courts and finally upheld by the Su- 
preme Court of the State. 

The hearings for the purpose of de- 
termining the valuation of the prop- 


erties commenced on Sept. 8, 1919, and 
closed on June 15, 1920. The order of 
the commission gives a full review of 
the testimony taken, the evidence sub- 
mitted and various matters pertaining 
to the final decision of the commission, 
consuming forty pages of the printed 
order, which is known as No. 9357. 

In support of the contention that the 
value of the properties used in the pub- 
lie service is in excess of the agreed 
purchase price, the companies sub- 
mitted data to substantiate the follow- 
ing values: Based on unit prices as of 
April 1, 1919, the cost to reproduce new 
was set at $200,371,689; based on unit 
prices as of April 1, 1920, $247,246,637; 
based on average prices for the six- 
year period from 1914 to 1917, $164,- 
812,046; and based on the average 
prices for the seven-year period from 
1914 to 1920, $176,588,415. In contrast 
with these figures, the city submitted 
valuations purporting to show that the 
cost to reproduce new the property, 
based on unit prices as of April 1, 1919, 
was $186,335,695; and on the basis of 
average prices for the period from 1915 
to 1919, was $157,704,406. The cost to 
reproduce new less depreciation as of 
April 1, 1919, was shown by the com- 
panies. to be $164,453,284 and by the 
city, $139,644,835. 


In connection with these values the | 


city contended that various items 
totaling $9,095,027 should be excluded 
from the value of the property, as it 
represented property not used or use- 
ful in the service to the public. In this 
connection the commission found that 
the claims of the city were not sus- 
tained, but pointed out that the final 
ruling on the petition, in which the 
applicants limit the valuation which 
they ask to the amount of the agreed 
purchase price under the city ordi- 


nances, is the same whether the prop- — 


erty to which the city objects is in- 
cluded or excluded. 


The commission found that the cost 


to reproduce new, including certain de- 
fined eliminations and corrections, is 
$170,000,000, as of Jan. 31, 1919. The 
cost to reproduce the property new less 
depreciation was established as $143,- 
900,000. Going value was found to be 
$20,000,000. The present value for rate- 
making purposes as of Jan. 31, 1919, 
excluding franchise vaiues, going value 
and all other intangible values, is $143,- 
500,000. Including the element of going 
value, the value is established as at 
least $163,500,000. 

The commission further finds that, 
eliminating from consideration the 
property which the city claims should 
be excluded from the inventory of the 
useful properties, the present value for 
rate-making purposes on Jan. 31, 1919, 
is at least $157,164,908. Between Jan. 
31, 1919, and April 30, 1920, there were 
additions to the property of which the 
commission finds the present value to 
be $1,948,206. Making these additions 
to the inventory of Jan. 31, 1919, the 
commission finds that the present value 
of the property as of April 30, 1920, 
with eliminations claimed by the city, is 
at least $159,113,114.56. ; 
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_ The commission states that_ this 
figure “is the one which we find as the 
rate base in this case for the reason 
_ that the petitioners in their application 

have limited themselves to the amount 
of the capital account and have sus- 
tained their application, even if the 
eontention of the city as to the rejec- 
tion from the inventory of certain 
property herein above mentioned is 
sustained.” 


GRANTS 7.5 PER CENT RETURN 


As to the rate of return, the commis- 
sion finds that the companies are en- 
titled to earn an amount sufficient, 
after paying operating expenses and 
taxes, and after setting aside what is 
reasonably required to take care of de- 
preciation, to pay a return of 7.5 per 
cent upon the present value of the 
properties. The amount necessary for 
this purpose is found to be $11,933,483. 
The allowance for depreciation is. set 
at 8 per cent of the gross receipts, as 
provided by the city ordinances. This 
amounts to about 3 per cent on the 
value of the property as established by 
the commission. On the basis of a 
uniform 8-cent fare, it is estimated that 
the annual gross earnings of the com- 
pany will probably not exceed $62,600,- 
000. The amount required annually to 
take care of operating expenses, in- 
cluding additions to the renewal fund 
and taxes, will probably not be less 
than $47,400,000. On the basis of these 
estimates, an 8-cent fare will provide 
a residue of approximately $15,200,000. 
After deducting from this amount the 
city’s 55 per cent share under the terms 
of the ordinance, there will remain as 
the annual earnings of the companies 
not more than $11,250,000. The com- 
mission points out that this is less than 
the amount which has been found above 
as the amount which the petitioners are 
entitled to earn. 

The order of the commissioners was 
concluded by a statement that it has 
in view the possibility and probability 
of readjustments of operating expenses 
resulting from a return to normal con- 
ditions, and that the right is reserved 
to the commission to hear. proceedings 
in this connection as well as to the 
sufficiency and adequacy of service, at 
any time in the future. 


Will Survey Sacramento Lines 


A survey of the Sacramento lines of 
the Pacific Gas & Electric Company, 
Sacramento, Cal., will be made by the 
California Railroad Commission, to de- 
termine whether the company is in 
need of financial relief. The railway 
recently applied to the commission for 
authority to raise its fare, leaving the 
fixing of the new rate to the commis- 
sion. The present fare is 5 cents. At 
a recent hearing before the commission 

a valuation expert, representing the 
company, testified that an immediate 
increase in fare was needed to enable 
the company to earn a fair return on 
the value of its railway properties in 
Sacramento. 
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Six-Cent Fare in Cleveland 
New Rate Expected to Continue for a Period of Six Months at Least 
—Company Must Recover Much Lost Ground 


Patrons of the Cleveland (Ohio) Railway will pay a 6-cent cash fare begin- 
ning Noy. 14. An additional cent will be charged for a transfer, with no rebate. 


Tickets will be sold at the rate of nine for 50 cents. 


This is the first time under 


service at cost in Cleveland that the cash rate has been more than 5 cents. 
When the new rate goes into effect the company will have only $100,000 in the 
interest fund. As the interest fund must be built up to $700,000 before there 
can be another change in the fare, the prospects are that the rate which goes 
into effect on Nov. 14 will have to be continued for six months at least. 


r Re statement of earnings of the 
company for September, made 
public on Novy. 4, shows an actual 

deficit of $201,688. This was largely 

due to heavy costs for maintenance, 
power and labor. The statement for 

September is shown on the following 


page. 

In the decade under service at cost 
in Cleveland since 1910 the fare has 
gone from 3 cents cash, with 1 cent for 
a transfer and no rebate, to the pro- 
posed 6-cent fare. Still Clevelanders 
are not complaining. There has been 
a constantly growing cumulative effect 
of the educational work carried out in 
connection with the operation of the 


CLEVELAND FARES UNDER 
SERVICE AT COST 


From March 1,1910,to May 31,1911, 
rate e, 3 cents cash fare, 1 cent trans- 
fer, no rebate. 

From June 1, 1911, to Aug.-31, 1914, 
rate f, 3 cents cash fare, 1 cent trans- 
fer, no rebate. 

From Sept. 1, 1914, to Dec. 14, 1917, 
rate e, 3 cents cash fare, 1 cent trans- 
fer, no rebate. 

From Dec. 15, 1917, to Dec. 25, 1917, 
rate d, 4 cents cash fare, three tickets 
for 10 cents, 1 cent transfer, 1 cent 
rebate. : 

From Dec. 26, 1917, to April 2, 1918, 
rate c, 4 cents cash fare, three tickets 
for 10 cents, 1 cent transfer, no rebate. 

From April 3, 1918, to April 9, 1918, 
rate b, 4 cents cash fare, seven tickets 
for 25 cents, 1 cent transfer, 1 cent 
rebate. 

From April 10, 1918, to Aug. 3, 1918, 
rate a, 4 cents cash fare, seven tickets 
for 25 cents, 1 cent transfer, no rebate. 

From Aug. 4, 1918, to July 5, 1919, 
rate 2, 5 cents cash fare, five tickets 
for 25 cents, 1 cent transfer, no rebate. 

From July 6, 1919, to Dec. 15, 1919, 
rate 3, 5:cents cash fare, eleven tickets 
for 50 cents, 1 cent transfer, no rebate. 

From Dec. 16, 1919, to May. 11, 1920, 
rate 4, 5 cents cash fare, six tickets 
for 25 cents, 1 cent for transfer, no 
rebate. 

From May 12, 1920, to Nov. 13, 1920, 
rate 2, 5 cents cash fare, five tickets 
for 25 cents, 1 cent for transfer, no 
rebate. 

From Nov. 14, 1920, to May 1, 1921, 
rate 1, 6 cents cash fare, nine tickets 
for 50 cents, 1 cent for transfer, no 
rebate. 


company under the present arrange- 
ment with the result that appreciation 
has become general of the fact that 
costs must be reflected in the rate of 
fare. Just how the fare has changed 
from time to time under service at cost 
is shown in the above table. 

Under the Cleveland plan fares in- 
crease automatically when the interest 
fund drops below $300,000. On Aug. 
831 the fund was $316,154. The interest 
fund, which is the gage for fares, is 
figured on allowances and not on actual 
expenditures. Operations for Septem- 
ber showed a deficit in this fund of 


$60,031. It is estimated that on Nov. 
14, when the advance recently an- 
nounced goes into effect, the balance 
will be less than $100,000. 

This condition of the interest fund 
takes no account of the actual financial 
condition of the company. In addition 
to building up the interest fund to the 
point where fares may be reduced 
($700,000) the company must wipe out 
deficits in the maintenance and operat- 
ing reserve funds, and write off the 
capital value of certain road and 
equipment costs, aggregating $1,500,- 
000. This in itself necessitates taking 
from revenue approximately $100,000 
a month. 

Mounting costs have outstripped the 
ordinance allowances. In consequence 
last month Council agreed to increase 
allowances of 28 cents a car-mile for 
operation and 10 cents a car-mile for 
maintenance to 29 cents for operation 
and 11 cents for maintenance. The 
Council also agreed to permit the com- 
pany to reimburse itself for the defi- 
ciency incurred up to Oct. 1 at the rate 
of not less than $25,000 a month. 
Actual deficits in the road and equip- 
ment and three other accounts are be- 
ing extinguished at the rate of $20,000 
for each of the accounts, or $80,000 a 
month for the four accounts. 

Under the new rates of fare the 
maximum has been reached that is pro- 
vided in the Tayler settlement. This 
would seem to prove, if it proves any- 
thing, that even under the wisest set- 
tlement plan it is impossible for any 
set of men to project themselves very 
far into the future. The present serv- 
ice in Cleveland, all things considered, 
would seem to leave little to be desired. 
Still the necessity exists for extensions 
and improvements owing to the natural 
growth of the city. How best to bring 
these about is the problem now before 
the city and the company. The opinion 
seems to prevail that funds for such 
work can best be realized by the sale 
of the remaining $4,000,000 of stock of 
the company. The Cleveland Railway 
stock is held primarily for investment 
by some 5,500 stockholders, most of 
whom are local residents. The element 
of risk having been removed from the 
stock under the plan of the guarantee 
of the dividends, the quotation of $94 
a share is regarded as purely nominal. 
Moreover, holders know that should 
the city at any time elect to take over 
the property then the stock, represent- 
ing the actual investment of the com- 
pany in plant and equipment, is callable 
at a premium of $10 a share. 
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Reference has been made before in 
the ELEcTRIC RAILWAY JOURNAL to the 
proposal to carry out the plan of ex- 
pansion by disposing of stock. That 
plan is receiving the very careful at- 
tention of the management as to the 
means that can best be used. The plan 
to increase the dividend rate from 6 
per cent to 7 per cent went down to 
defeat despite the general recognition 
that investors in times like these can 
command a premium on money which 
they loan; but despite this the company 
hopes soon to announce a program un- 
der which stock will be sold at such 


ance of the present rate will be sought 
or whether the company will ask for a 
still higher fare. 

During the month of September the 
company carried 6,768,363 passengers, 
a reduction of 10.4 per cent in the num- 
ber as compared with the correspond- 
ing month last year. The revenues for 
the month were $507,110, an increase 
of 25 per cent above the gross income 
of the corresponding month of the pre- 
vious year. This income apparently 
will not provide the revenue which the 
commission intended that the company 
should earn from its investment, but 


INCOME ACCOUNT OF THE CLEVELAND 


(OHIO) RAILWAY FOR SEPTEMBER, 1920, 


COMPARED WITH LAST YEAR 


I. Based on ordinance allowances: 
Operating revenue... .....-+-+5 eee reer nee 
Ordinance allowances...........0ee++-e08 


i NS, eR ee mere Ee 
Special allowances...........+--.-+-+-+208 


Net operating revenue.,........-.+-+-+- 
Non-operating income..........---.++0+5 


Gross, less allowances.........-+--.00+- 
Paxes SLL ITIKOTO TH eee ee eee 


NGG TEDOIND whore 4 dy big wis 9 Pei dls ok males = 
TCERESENO. AUTOS Coe viola sees ceath ae nrews 


Net operating revenue..........-..+-++- 
Non-operating income. ......-.++++seeeeee 


TREE ree 5 da Maes oad A DREN Bp Novel 


WIRE NOOO Cb pies cs 2 Sap ele then 
Patera e. Jee eas ee clne wen dine Wor cerns 


—— From Jan. 1 — 


—— September —— 
Per Cent 


Per Cent 


Amount Increase Amount Increase 
$1,461,716 12.91 $12,697,710 11.84 
1,239,303 24.78 10,128,349 34.84 
$222,413 26.21* $2,569,361 33.14* 
GOLODDAE Fis crate Y fede i Sol aS 
$162,413 32.72* $1,833,831 38.30* 
11,468 16.80* 130,970 17.38* 
$173,882 31.86* $1,964,801  37.24* 
4,712 24.47* 820,264 17.91* 
$109,167 35.59* $1,144,537 46.31* 
169,201 1.35 1,581,694 5.28 
$60,851 Ses, ere $437,1562 0° Sse 
$1,461,716 12.91 $12,697,710 11.84 
1,400,960 42.15 10,838,107 37.82 
$60,756 80.34* $1,859,603 46.72* 
40,000 _—........ 378,000) Ae eke. 
$20,756 92 .29* $1,481,603 51.67* 
11,468 16. 80* 130,970 17.38* 
$32,225 88.61* $1,612,574 49. 98* 
64,712 24.47* 820,264 17.91* 
$32,487") | vere, k « $792,310 64.39* 
169,201 1.35 1,581,694 5.28 
$201,688. © eee5; S789; SBA .~ 


* Decrease or deficit. 


favorable terms that the number of 
holders among local people will be 
greatly increased. With such exten- 
sion of home ownership will come, of 
course, an even keener appreciation on 
the part of Clevelanders of the prob- 
lems of the company than exists at this 
time. 


May Ask More in Washington 


Since the present fare for Washing- 
ton, D. C., expires on the first of Jan- 
uary under the terms of the order of 
the Public Utilities Commission of the 
District of Columbia, it is necessary 
for the Washington Railway and Elec- 
tric Company to apply to the Public 
Utilities Commission for a _ hearing. 
The Washington Railway & Electric 
Company’s revenues have increased 
since the 8-cent cash fare, with four 
tickets for 30 cents, took effect last 
May. 

The increase has not been sufficient 
to allow the railway as great an in- 
come as was estimated by the commis- 
sion for this fare schedule, since there 
has been a larger falling off in traffic 
than was anticipated. The company 
states that it is impossible at this time 
{» determine whether only a continu- 


a sufficient period of operation under 
the new fare has not yet been experi- 
enced to make possible final decision as 
to proper fare rate to yield the author- 
ized return. 


Bus Regulation Demanded 


By defeating at the election on Nov. 
2 the initiative bill submitted by the 
local jitney operators the voters of 
Seattle, Wash., served notice on the 
jitney operators that unregulated oper- 
ation of buses will not be longer toler- 
ated. The strong interest taken by 
the people in the jitney question was 
shown in the heavy vote cast on this 
erdinance, and the fact. that out of 
a total of 65,023 votes 40,612 votes were 
cast against it. 

The majority of the votes cast in 
favor of the jitneys were cast by citi- 
zens who live within walking distance 
of the business center. A majority of 
citizens of many outlying precincts 
served by both the lines of the Seattle 
Municipal Railway and jitneys voted 
against the measure. The Ballard dis- 
trict, one of the most distant suburbs, 
showed its protest against the pres- 
ent railway service by voting in favor 
of the bill. 


Transportation 
News Notes 


in Dover.—The Ports- 
mouth, Dover & York Street Railway, 
Dover, N. H., has been authorized to 
raise its cash fare from 7 to 10 cents. 


Ten Cents 


Asks Six-Cent Fare.—The South New 
Orleans Light & Traction Company, 
Algiers, La., has applied to the Com- 
mission Consul of New Orleans for per- 
mission to raise its fare from 5 cents 
to 6 cents. The company’s employees 
are demanding an advance in wages. 


Seeks 8-Cent Fare. — The South 
Covington & Cincinnati Street Rail- 
way, Covington, Ky., is seeking per- 
mission from the city authorities of 
Newport, Ky., to raise its fare from 5 
cents to 8 cents. The company’s em- 
ployees were recently awarded an in- 
crease in wages by a board of arbitra- 
tion. The Newport City Commission 
kas announced that it will consider no 
proposition looking to a fare increase 
until the company has consented to 
make certain improvements. 

Asks 8 Cents in Peoria.—Stating that 
the increased costs of equipment and 
operation require it, the Peoria (Ill.) 
Railway has petitioned the State Public 
Utilities Commission for a permanent 
8-cent fare. The company has been 
operating on a temporary 7-cent fare 
since June 3, when the Public Utilities 
Commission authorized a 7-cent fare 
as an emergency measure of relief. 
The company at that time had asked 
for a 10-cent cash fare. The city of 
Peoria is opposing this increase. 


Seven Cents or Shutdown.—G. H. 
Garrison, superintendent of the Cort- 
land County Traction Company, Cort- 
land, N. Y., recently announced that 
owing to the increased price of coal, 
freight rates and general expenses, the 


- company would have to demand a 7- 


cent fare after Dec. 1. The fares will 
be collected under the zone system, 7 
cents for each zone. ‘Tickets will be 
offered for sale at sixteen for $1 and 
eight for 50 cents, bringing the fare 
down to 6% cents for regular riders. 


Asks Lower Fares on One-Man Cars. 
—Attorney R. A. Morton, Los Angeles, 
Cal., has petitioned the Railroad Com- 
mission of California asking that the 
one-man cars be discontinued or that 
the fare be reduced to 3 cents by the 
Los Angeles Railway. The petitioner 
explains that economies are certainly 
effected by the operation of one-man 
cars and that the public and not the 
company should receive such benefits, 
especially since the people, as the state- 
ment goes on to say, are subjected to 
all the inconveniences of the new car. 


Rejects Nickel Fare Proposal.—G. 


T. Seely, general manager of the 
Youngstown (Ohio) Municipal Rail- 
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way, has informed the Youngstown ~ 


City Council that the company will 
be unable to accept a proposition made 
by the city authorities that the fare 
on the local lines be reduced to 5 cents, 
swith a 5-cent charge for each trans- 
fer. The fare is now 9 cents. Mr. 
Seely states that the adoption of the 
plan suggested by. the Council would 
result in a loss of from $20,000 to 
$40,000 a month. 

Zones on Interurban.—A zone fare 
system was recently placed in effect on 
the line of the Northern Ohio Traction 
& Light Company, Akron, Ohio, be- 
tween Akron, Kent and Ravenna. Under 
the new system the fare from Akron 
to Ravenna remains 30 cents, with a 
5-cent fare in each zone. Fare collec- 
tions are made as the passengers leave 
the cars on through trips. Within zones 
a pay-as-you-enter system is in opera- 
tion. A similar zoning system will be 
installed on the company’s line between 
North Canton and Massillon. 

Safety Cars Approved—The City 
Commission of Joliet, Ill., has author- 
ized the Chicago & Joliet Electric Rail- 
way to use one-man safety cars on its 
local lines. The commission has re- 
pealed an ordinance requiring that each 
car carry a crew of two men. The 
“safeties” will not be installed for some 
time, since such equipment will require 
more double track and the provision of 
additional switches. It is reported that 
the company has placed orders for 
several cars of the one-man safety 
type. 

Would Raise Fort Smith Fare.— 
D. C. Green, general manager of the 
Fort Smith Light & Traction Company, 
Fort Smith, Ark., recently announced 
that the company would shortly apply 
to the Arkansas Corporation Commis- 
sion for authority to raise its fare from 
6 cents to 7 cents. The 6-cent fare took 
effect Jan. 15. Mr. Green stated that 
a 7-cent rate would still fall short of 
paying a sufficient return on the invest- 
ment, Since the present fare was in- 
stalled the service has been improved 
and the wages of the carmen have been 
raised. ee 

Rate Imcrease Suspended. — The 
Washington Public Service Commission 
has suspended the proposed tariff of the 
Puget Sound Electric Railway, Tacoma, 
increasing passenger fares between Ta- 
coma and Seattle and _ intermediate 
points. The order made by the com- 
mission extends over a period of sixty 
days, at the end of which the commis- 
sion will hold a hearing. A complaint 
signed by a large number of residents 
of the Duwamish Valley was received 
recently by the commission. The com- 
pany proposes to increase the fares 
10 per cent. 

Rate Decision Deferred. — Chairman 
Charles B. Hill of the Public Service 
Commission, Second District, has re- 
served decision on the application of 
the Buffalo & Lake Erie Traction Com- 
pany, Buffalo, N. Y., for permission 
to increase passenger fares from 3 
cents to 3.6 cents-a mile along its 
route, except in cities and incorporated 


villages. Lyman M. Bass, counsel for 
the company, recently informed the 
commission that the future operation 
of the road depended on the gaining 
of permission to increase the rates. 


_ Representatives of the towns of Fredo- 


nia and Hamburg appeared in opposi- 
tion to the proposed schedule. 


Fare Rejection Stands on Recount.— 
A recount of the votes cast in a special 
election on Oct. 4 at which the citizens 
of Duluth, Minn., passed on a proposi- 
tion to allow the Duluth Street Rail- 
way to raise its fare from 5 cents to 
6 cents shows that the proposition was 
rejected. The report of the inspectors 
filed with the court in the contest pro- 
ceedings brought by the railway is as 
follows: For the increased fare, 7,381; 
against, 8,170; 258 balance in doubt. 
The official count as previously can- 
vassed by the City Council was 7,563 
for and 9,098 against. As a result of 
the rejection of the increase the com- 
pany recently curtailed its service. 


Immediate Relief Urged. — Counsel 
for the receivers of the Manhattan & 
Queens Traction Corporation, New 
York, N. Y., has asked the Public Serv- 
ice Commission for immediate action 
on the company’s application for an 
increase in fare. The company filed 
a petition with the commission last 
August, and on Sept. 16 the receivers 
were notified to resume operation pend- 
ing an investigation by the commission. 
Since that date, it is alleged, the cor- 
poration has increased its deficit by 
$10,000, Unless speedy relief is granted 
the road will be compelled to close 
down is the conclusion now arrived at 
by the company. 

City Operation Opposed.—Operation 
by the city of Lowell, Mass., of the 
Lowell lines of the Eastern Massachu- 
setts Street Railway, is opposed by the 
Trades and Labor Council of that city. 
The council at a recent meeting went 
on record as favoring a reduction in 
fare to 5 cents with a charge of 1 or 2 
cents for a transfer, the responsibility 
for operation of the lines to be re- 
tained by the public trustees of the 
system. The plan for control of the 
district by the city called for a straight 
5-cent fare with an assumption by the 
city of responsibility for any deficit 
which might be incurred. The cash 
fare is now 10 cents, no transfers being 
given. 

Buses Barred in Muskegon.—The 
City Commission of Muskegon, Mich., 
has revoked all schedules and routes of 
the Muskegon Jitney Bus Corporation, 
a consolidation of local bus operators, 
and has named a special committee to 
make recommendations as to what 
course is to be taken in the settlement 
of the city’s transportation problem. 
City Manager Ellison has been given 
authority to allow such buses as he 
deems necessary to operate, until the 
committee reports. Petitions bearing 
241 names were presented asking that 
the buses be stopped from running on 
streets where the cars of the Muskegon 
Traction & Lighting Company now 
operate and also on the parallel streets. 


Asks More in Raleigh—An 8-cent 
cash fare is asked by the Carolina 
Power & Light Company, Raleigh, N. 
C., in an application filed recently with 
the North Carolina Corporation Com- 
mission. The company proposes to 
sell four tickets for 30 cents and twenty 
school tickets, with return trip, for 
$1.60. In June, 1918, the company filed 
an application for an increase in fare 
from 5 cents to 7 cents. After a full 
hearing ‘the commission authorized a 
rate of 7 cents cash with four tickets 
for 25 cents and twenty school tickets 
with return fare for $1.40. In its pres- 
ent petition the company states that 
under these rates it finds itself unable 
to earn a fair return upon its property. 


More Cars in Rush Hours.—Colonel 
Albert T. Perkins, general manager of 
the United Railways, St. Louis, Mo., 
has announced that the first of the new 
cars recommended by the Missouri 
Public Service Commission are being 
placed in service and that sixty will 
have been completed by Jan. 1, 1921. 
These sixty cars, he said, would reduce 
the early morning and evening crowd- 
ing, since each car will have a capac- 
ity of about 150 persons and will make 
four trips in the peak-load hours. Fifty 
of the cars are being built by the 
United Railways shops and others by 
the American Car Company, which will 
have ten ready by Jan. 1. The St. 
Louis Car Company is building a num- 
ber of others. 


Service Curtailed in Utica.—Because 
the Common Council of the city of 
Utica has refused to take any notice 
of the pleas of the New York State 
Railways for an increase in fare the 
company has curtailed the service in 
order to continue operation. About 
seventy-five motormen and conductors 
were thrown out of work, the remain- 
ing workers choosing runs by right of 
seniority. The company had been col- 
lecting a 6-cent fare in the city for 
some time and lately maintained that 
this was not sufficient, claiming a loss 
of $1,000 daily. It maintains that an 
8-cent fare is needed. The Common 
Council will meet again Nov. 18 and it 
is likely that the matter of an increase 
will come up again for discussion. 


Trainmen Will Compete.—A series of 
safety contests has been arranged for 
trainmen of the Los Angeles (Cal.) 
Railway. The first accident-prevention 
campaign under the new plan was held 
Oct. 31. Trainmen are given choice of 
runs every three months and each 
safety contest will continue for corre- 
sponding periods. Competition will be 
between the five divisions of the sys- 
tem. The division with the fewest 
accidents in proportion to the daily car 
mileage will be declared the winner. 
A safety championship flag will be held 
for three months by the winning divi- 
sion and a smaller streamer for perma- 
nent possession will be awarded. For 
the first three months operators of one- 
man safety cars will not be included in 
the competition. Later a handicap sys- 
tem will be arranged to give the safety 
cars a place in the contest. 
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Lewis Nixon Retires 


New York Commissioner Will Resume 
Private Business—A. M. Barrett 
Appointed His Suecessor 


Lewis Nixon, Public Service Com- 
missioner for the First District of New 
York, resigned on Noy. 5 and sailed for 
Europe on the following day to be gone 
several months. Upon his return to 
the United States he will engage in 
pr.vate business. Alfred M. Barrett, 
Deputy Public Service Commissioner, 
has been appointed Mr. Nixon’s succes- 
sor for the remainder of the latter’s 
unexpired term, ending May 8, 1924. 

Before leaving for Europe Mr. Nixon 
declared that the adoption of service-at- 
cost franchise offered the best hope of 
a solution of the traction problem in 
New York City. He pointed out that 
if in the drawing of the dual contracts 
the corporations had secured inordinate 
advantages this was the opportunity to 
correct the unfairness. “While the 
people have been made to think that 
they pay 5 cents, an excess fare well 
above 5 cents is levied upon our tax- 
payers for all who travel, whether tax- 
payers or not, and this will continue 
for more than forty years and add more 
than $500,000,000 to the burden of tax- 
ation laid upon the people,” said Mr. 
Nixon. 

Regarding the operation of the lines 
by the city, Mr. Nixon said that “mu- 
nicipal ownership seems to be the only 
way to avoid resort to strike or violence 
in wage disputes, but there are so many 
pitfalls and difficulties due to the dif- 
ference in point of view of office holders 
when entering and when leaving office 
that our people may be slow to adopt 
such a policy.” 

With reference to buses, Mr. Nixon 
said that their use in New York City 
would not lead to a betterment of tran- 
sit conditions. In shaping the character 
and establishing fixed transit lines in 
outlying areas he thought that they 
had a place. “If we could build new 
and up-to-date electric street railway 
cars, with the best of tracks, permit- 
ting a speeding up of service, we should 
be much better off than with buses,” 
said Mr. Nixon. Since this cannot be 
done, he declared, without a service-at- 
cost fare deterioration of the service 
must go on to the point where even 
a bus will be more efficient. 


British Association Elects 


George W. Holford, general manager 
of the Salford Corporation Tramways, 
was elected president of the Municipal 
Tramways Association of Great Brit- 
ain, at the nineteenth annual confer- 
ence of that body at Cardiff on Sept. 
15 and 16. Mr. Holford succeeds Sir 
John Courtis, chairman of the Cardiff 
Tramways Committee. The proceed- 


ings of the conference were summa- 
rized in the issue of ELECTRIC RAILWAY 
JouRNAL for Nov. 6, page 980. Alder- 
man R. Mayne, sheriff of Newcastle 
and chairman of the Newcastle Tram- 


way Committee, was chosen vice- 
president. 

Mr. Holford has been actively iden- 
tified with the work of the association 
for the past fifteen years. More than 
a hundred companies, representing the 
municipally owned and operated tram-~ 
ways of the British Isles, are members 
of the organization. The privately- 
owned tramways are organized into the 
Tramways & Light Railways Associa- 
tion, of which Sir Arthur Stanley, 
G.B.E., M.V.O., is president. 

As general manager of the Salford 
Corporation Tramways, Mr. Holford has 
direct charge of a system serving a 
community of approximately a quarter 
million persons. Salford is an indus- 
trial city near Manchester and sepa- 
rated from the latter city by the Irwell 
River. In addition to the urban track- 
age the tramway operates suburban 


lines. ° 


W. H. Glenn to Resign 


W. H. Glenn has tendered his resig- 
nation as vice-president of the Georgia 
Railway & Power Company, Atlanta, 
Ga., to become effective Dec. 1. Mr. 
Glenn will at that time take up the 
active duties of president of the 
Shippers’ Compress Company, which 
operates cotton warehouses and com- 
press plants in many cities of Georgia 
and Alabama. His successor has not 
yet been selected. 

Mr. Glenn has been connected with 
the Georgia Railway & Power Com- 
pany, and its predecessors for the past 
twenty-nine years, Shortly after his 
graduation from the Georgia Institute 
of Technology, he entered the employ 
of one of the constituent companies of 
the present system as a rod-man. He 
subsequently served for several years in 
the shops. Then came a promotion to 
purchasing agent. He was next ap- 
pointed superintendent /of track and 
roadway. In this position he had 
charge of most of the reconstruction 
work following the formation of the 
Georgia Railway & Electric Company, 
and worked out many of the problems 
of the physical property that necessa- 
rily followed the consolidation. 

Twelve years ago Mr. Glenn was ap- 
pointed general manager of the rail- 
way department of the Georgia Rail- 
way & Electric Company. Still later 
he was advanced to the position of vice- 
president and manager of railways of 
the Georgia Railway & Power Com- 
pany. In 1904 he surrendered that 
title for that of vice-president and 
operating manager, with widely in- 
creased duties. 
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Mr. Potter in Charge 


Made Manager of the Bridgeport Lines 
of the Connecticut Company, Suc- 
ceeding Joseph S. Goodwin 


J. B. Potter has been appointed man- 
ager of the Bridgeport Division of the 
Connecticut Company, New Haven, 
Conn., to succeed Joseph S. Goodwin, 
who resigned recently to become gen- 
eral manager of the Detroit (Mich.) 
Municipal Railway. Mr. Potter was 
formerly manager of the New York & 
Stamford Railway, Port Chester, N. 
Y. He resigned three years ago to 
join the firm of Sanderson & Porter, 
engineers, New York City. 

As manager at Bridgeport, Mr. Pot- 
ter will be in charge of the third larg- 
est division of the Connecticut Com- 
pany. The Bridgeport unit operates in 
and connects the cities of Bridgeport, 
Stamford, Derby, Ansonia, and Nor- 
walk, and a number of other communi- 
ties, and comprises 105 miles of track. 
Service was resumed on the Bridgeport 
city lines on Sept. 20, after a suspen- 
sion lasting eight weeks resulting from 
a failure of city authorities to take 
steps for the regulation of jitneys. 

Mr. Potter’s first work in the rail- 
way field was with the Westinghouse 
Electric & Manufacturing Company, 
East Pittsburgh, Pa., with which he 
was connected during 1897 and 1898. 
He then resigned to join the firm of 
Sanderson & Porter, as constructing 
engineer, building en electric railway 
from Central Village, Conn., to Web- 
ster, Mass. In November, 1900, he was 
appointed manager and treasurer of 
the Webster & Dudley Street Railway, 
Webster, Mass., continuing in this 
capacity for two years. He was then 
made manager of the Worcester & 
Webster Street Railway. 

These properties remained under Mr. 
Potter’s management until September, 
1903, when they were leased to the 
Worcester & Connecticut Eastern Rail- 
way and Mr. Potter was made general 
superintendent. This company was 
afterward known as the Consolidated 
Railway, Putnam Lines. In August, 
1905, in addition to his duties as gen- 
eral. superintendent of the Putnam 
lines of the Consolidated Railway, he 
was made general superintendent of 
the Worcester & Southbridge Street 
Railway. Three years later he was ap- 
pointed manager of the New York & 
Stamford Street Railway and the Stam- 
ford lines of the Consolidated Rail- 
way. 


Leaves War Sales Office 


E. C. Morse has resigned as director 
of sales of the War Department. Mr. 
Morse will return to civil life, but has 
as yet made no announcement as to the 
line of work which he will follow. Since 
the organization of the office of director 
of sales surplus stocks costing more 
than $1,685,000,000 have been sold to 
the public, transferred or authorized 
for transfer to other government de- 
partments. An average recovery of 
more than 63 per cent of the original 
cost of this material has been realized. 
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~ W.B. McKinley, United States Senator 
President of the Illinois Traction System Wins Election by Large 
Majority—Long a Member of House of Representatives 


Scoring an overwhelming victory over his Democratic rival, William B. 
McKinley, president of the Illinois Traction System, Peoria, Ill., was on Noy. 


2 elected a United States Senator from Illinois. 
and election were a great personal triumph. 


Mr. McKinley’s nomination 
He was the only opponent of the 


state political machine of Mayor Thompson of Chicago to win a nomination at 
the primary election held some time ago. The other successful candidates on the 


Republican ticket were all Thompson men. 
Senate comes as a climax of a long business and political career. 


Mr. McKinley’s election to the 
He first 


entered public life in 1904, when he was chosen to represent the 19th Illinois 


district in the House of Representatives. 


Since that time he has served con- 


tinuously as a Congressman and is now rounding out his seventh term as a 
member of the House. Mr. McKinley’s work at Washington has been character- 
ized by keen understanding of the needs not only of the immediate district 
which he has represented but also of the nation as a whole. 


m® MAN of many-sided nature, Mr. 
McKinley has demonstrated his 
ability asaleader. For a number 

of years he has been a deep student of 
economics and political questions and 
has made himself an authority on mat- 
ters involving foreign relations. He 
has traveled widely, thus gaining an 
accurate conception of conditions in 
various parts of the world. Several 
years ago Mr. McKinley, accompanied 
by a party of friends, went on a trip 
around the globe, spending consider- 
able time in the principal foreign cities. 


AN INTERURBAN PIONEER 
Mr. McKinley may justly be called 


the father of the Illinois Traction Sys- . 


tem. His vision and organizing genius 
were directly responsible for the for- 
mation and development of this great 
utility, now one of the largest and most 
important in the country. The founda- 
tions of the present system were laid 
in 1900, when Mr. McKinley purchased 
the traction system of Danville, Ill. 
Shortly thereafter he interested a 
group of Montreal capitalists in his 
plans, and bought up rights and fran- 
chises for lines in various places, which 
the original promoters had been unable 
to finance and to build. 

In nine years the line in Danville 
had grown until it had become the I- 
linois Traction System, operating 500 
miles of track, with its-own bridge 
across the Mississippi River at St. 
Louis and its own terminal there in 
the heart of the city. The public utili- 
ties operated by the McKinley inter- 
ests are included in two holding com- 
panies, of which Mr. McKinley is the 
president. These are the Illinois Trac- 
tion System and the Western Railways 
& Light Company. These comprise 
besides the main interurban and local 
railway lines in Illinois, electric railway 
and lighting systems in Atchison, To- 
peka and Wichita, Kan., and in Oska- 
loosa, Iowa, and electric lighting and 
gas companies in a number of cities in 
Illinois and other states. 

Mr. McKinley gained his first busi- 
ness success as an electric railway man. 
In 1884 he began to interest himself 
in public utility enterprises. He had 
already formed financial relations with 
capitalists in the East, and in that year 
he built the waterworks at Cham- 
paign. Shortly thereafter Mr. McKin- 


ley constructed an electric lighting 
plant in Champaign. He then bought 
the horse railway between Champaign 
and Urbana and equipped it with elec- 
tricity. In 1890 he acquired the gas 
and electric plant in Defiance, Ohio, 
and built a street railway in that city. 


W. B. McKINLEY 


Two years later he bought the horse 
railway in Springfield, Ohio, and elec- 
trified it and did the same thing at 
Bay City, Mich. 

At the time of the panic in 1893 Mr. 
McKinley had considerable money in- 
vested in farm mortgages in Kansas 
and disposed of most of the utilities 
which he had bought. Three years 
later, however, he re-entered the public 
utility field by building an 11-mile elec- 
tric railway to Joliet. Within the next 
three years he bought and modernized 
the street railway lines in Quincy and 
Galesburg and constructed an interur- 
ban railway to Knoxville. These early 
experiences qualified him to undertake 
the work of building up the interurban 
system. ‘ 

Mr. McKinley was born in Petersburg, 
Ill, on Sept. 5, 1856. When he was 
two years old the family moved to 
Champaign, where his father became 
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pastor of a small Presbyterian con- 


‘gregation. Champaign has since been 
the home and headquarters of the 
younger Mr. McKinley. At an early 


age he entered the University of II- 
linois, then known as the Illinois Indus- 
trial University. He gained his early 
business training as a clerk in a drug 
store, later working in a similar capac- 
ity in a real estate office. He then 
entered a bank in Champaign, where 
he advanced in a short time from book- 
keeper to manager. He then became 
associated with his uncle, J. B. Mc- 
Kinley, in the farm loan business, 
branching out in 1884 to enter the 
utility field. 


E. S. Davis has been elected vice- 
president of the Springfield (Vt.) Elec- 
tric Railway. 

C. J. Driscoll has been appointed 
assistant secretary of the Escanaba 
(Mich.) Traction Company. 


E. T. Smith has been made master 
mechanic of the Savannah (Ga.) Elec- - 
tric Company. Mr. Smith was for- 
merly master mechanic of the Tampa 
(Fla.) Electric Company. 


Lewis A. Sargent has been appointed 
master mechanic of the Tampa (Fla.) 
Electric Company. Mr. Sargent was 
formerly purchasing agent of the 
Northern Texas Traction Company, 
Fort Worth, Texas. 

John Duerr, superintendent of the 
Buffalo-Niagara Falls high-speed line 
of the International Railway, Buffalo, 
N. Y., has been transferred to the posi- 
tion of trainmaster of the Buffalo- 
Lockport Division of the International’s 
interurban lines. 


John F. Donovan, superintendent of 
the old Buffalo-Niagara Falls line of 
the International Railway, Buffalo, N. 
Y., has assumed charge of the high- 
speed line between the two cities and 
will henceforth serve as superintendent 
of both interurban divisions of the com- 
pany. 

R. J. Diefenbaugh has been appointed 
soliciting agent for the freight and 
traffic department of the Chicago & 
Interurban Traction Company, Chi- 
eago, Ill. This line, which connects 
Chicago and Kankakee, Ill., is !now 
under the management of Britton I. 
Budd of the Chicago Elevated Rail- 
ways. 

Edwin R. Booth, who has been pay- 
master for the Northern Ohio Traction 
& Light Company, Akron, Ohio, since 
last January, has been appointed man- 
ager of Meyers’ Lake Park, a resort 
owned by the company near Canton. 
Mr. Booth took charge of the park on 
Oct. 1. He was born in Springfield, Il. 
He began work with this company in 
1912, and, except for one year, has 
been in its service since that time. He 
began as treasurer of Meyers’ Lake 
Park, and held that position until 1915, 
when he was placed in the payroll de- 
partment in Akron. He also worked 
in other departments of the company, 
being assistant paymaster until called 
for military service in May, 1918. 


Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE MANUFACTURER, 
SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Bronze Overhead-Line Prod- 
ucts on the Decline 


Easier Copper Market of Last Six 
Weeks Brings Reductions in Price 
of Ears, Splicers, Crossings, etc. 


With the drop in price of copper 
which started about six weeks ago, 
there has been expectation in the trade 
that in a short time this would be re- 
flected in easier prices of certain elec- 
trical materials. To date virtually the 
only effect has been found in slightly 
reduced prices on copper wire, rail 
bonds and certain kinds of brass and 
bronze overhead line material for elec- 
tric railway work. 

On some classes of rail bonds reduced 
prices went into effect the last of 
October, when discounts went to 20 per 
cent. On other types the prices are foi- 
lowing to an extent the price of bare 
copper wire at the mill; this price is 
now quoted at from 17 to 17% cents, 
while 224 cents to 23 cents was the 
price at the end of September. 

Brass and bronze overhead material, 
such as trolley ears, splicers, crossings, 
frogs, etc., produced by certain manu- 
facturers, fell into line on Nov. 5 with 
a shade in prices of 4 points, amounting 
to about 6 per cent. At the same time 
the demand on all this material is 
merely nominal, just enough to con- 
tinue maintenance. 

Electrolytic copper is now quoted at 
from 14.75 to 15 cents a pound de- 
livered; both producers and_ second 
hands are making sales at these figures. 
There was a buying spurt two weeks 
ago, but. the demand at present is light. 
It is not expected that prices of cop- 
per products will respond to much of a 
decline until the high-priced copper 
stocks held by manufacturers have been 
pretty well exhausted. 


Uneven Demand in Fare 
Register Market 


Production Is Proceeding Favorably and 
Deliveries Are Fairly Good—Prices 
Hold Steady 


Conditions of demand in the market 
for fare registers apparently vary)con- 
siderably. On,the one,hand sales are 
held to be about average. Demand is 
rather spasmodic, usually on behalf of 
replacements and additions to new cars, 
with occasional orders for . changing 
over the entire equipment of a road. 
On the other hand, this has been a ban- 
ner year for business, according to one 
of the largest manufacturers in this 
line More registers have been sold by 
this company this year to date than 
ever before in the history of the busi- 


ness. The growing attention devoted to 
methods of fare collection on the part 
of electric railways and the great cost 
of paper where cash receipts are issued 
are held to be important factors. 
Production in general is proceeding 
at a favorable rate. Malleable castings 
have been difficult to obtain in the past, 
but little trouble is experienced now 
with the raw material supply. Labor 
conditions are much improved too, as 
the greater supply permits inefficient 
workmen to be weeded out. In one 
case at least additions to plant are be- 
ing made in order to increase the pres- 
ent output. Deliveries are made in 
reasonable time. In some cases the 
number of back orders mounted up to 
such an extent that new business, while 
still accepted, cannot be filled on some 


types of fare registers until next year. 
This condition does not seem to be rep- 
resentative, however. Stocks in gen- 
eral are maintained at a fairly good 
level. Manufacturers report being able 
to make deliveries on many types of 
registers from stock up to one week’s 
time. On some varieties deliveries 
range as long as four months. 

‘No recent price changes have oc- 
curred. Fare register prices have held 
at a fairly even level during the pe- 
riod of advancing costs, the maximum. 
advance in a representative instance 
having been 50 per cent over pre-war 
quotations. For this reason no reduc- 
tions apparently are contemplated in 
the near future. No cancellations have 
been received and customers are re- 
ported as paying their bills promptly. 


Softening Prices Feature Iron and Steel Market 


Unfilled Tonnage of U. S. Steel Corporation Declines—Cancellations. 
Are Large and Buying Is Light in Face of Expected 
Readjustments—-Coke Prices Drop 


The current features of the iron and 
steel market are cancellations of or- 
ders, lighter demand and gradually 
softening prices in some lines. Un- 
filled tonnage on the books of the 
United States Steel Corporation on 
Oct. 31 is reported as amounting to 
9,836,852 tons, a decrease of 537,952 
tons from the figure of 10,374,804 tons 
on Sept. 30, 1920. The October total 
is the smallest excess reported since 
February, 1920. Few new orders are 
being received, buying at present being 
almost entirely of the “absolute neces- 
sity” class. The steel corporation’s 
mills are still reported operating at 
about 80 per cent of capacity, however, 
but the business of independents is 
probably running closer to 50 or 60 per 
cent of capacity. 

Prices of steel rails as quoted by 
the United States Steel Corporation 
have undergone no change, the quota- 
tion still being $45 for standard bes- 
semer rails and $47 for open hearth. 
Orders are accepted, however, subject 
to price revision when quotations for 
1921 are announced, which it is ex- 
pected will not occur before early in 
December. The costs of independents’ 
rails ate given as considerably above 
this level, ‘and according to the Iron 
Age a recent booking by an independ- 
ent at $62.50 per gross ton is held to 
be a likely indication of the future 
price level in that quarter. 

Orders for track bolts, spikes, etc., 
have fallen off to a considerable extent 
so that the scarcity, especially in bolts 
and nuts, that was reported some time 


ago has been relieved. Deliveries of 
spikes from Pittsburgh can be made as 
quickly as three weeks. Prices of wire 
and nails within the past week have: 
eased off. Announcement is made of a 
reduction of $5 a ton in the base price 
of nails and wire by the Youngstown 
Sheet & Tube Company, \which had 
previously held to a base of $4.50 per 
keg for wire nails, but is now quot- 
ing $4.25 per keg for nails and $3.75- 
on plain wire. 

Steel-bar mills are now operating 
at a good rate as the result of accu- 
mulated orders. The only apparent 
softness existing in bars is on the 
larger sizes, which are said to be tend- 
ing a little under the average of 3- 
cent base. Weakness prevails in the 
market for sheets and prices continue 
to slide. Black sheets are now easily 
obtainable at 6-cent base, which price 
independents have quoted, and as low » 
as 4.75 cents has been made on blue 
annealed sheets. Independent mills 
generally quote 8 cents to 8.25 cents on. 
galvanized, but some business has re- 
cently been placed as low as 7.50 cents. 

Costs of fuel and labor have hereto- 


fore been strong factors in maintaining” 


price levels in the iron, and steel mar- 
ket. More talk is now heard of wage 
cuts, while coke prices have slumped 
noticeably. According to the same 
source of information as above Con- 
nellsville furnace coke for prompt de- 
livery at oven declined from $9 per net 
ton to $8 within the last week or so, 
and foundry coke from $11 to $9 per- 
net ton. 
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Bess Spasmodic 


Trouble with Raw Material Supply— 
_ Deliveries-in One to Two Months 
—Prices Steady 

Demand for badges, while heavy on 
the whole, has been more or less spas- 
modic, according to one of the largest 
manufacturers furnishing this class of 
goods to electric railways. This is a 
natural result of the character of the 
business, it is said, as large orders are 
in great part the result of consolida- 
tions and changes in the organization 
of traction companies that necessitate 
complete changes in the existing badge 
equipment. Another factor that often 
accounts for orders of this material is 
the occurrence of strikes and labor 
troubles whereby employees fail to re- 
turn badges used by them. The past 
year is reported as being fully up to 
the standard of other seasons as. re- 
gards sales. 

The raw material supply has been 
occasioning some trouble in this line, 
though this condition is now improv- 
ing. German silver and celluloid have 
been difficult to obtain, though alumi- 
num has been in good supply, according 
to a representative badge manufac- 
turer. Deliveries are ranging from 
thirty to sixty days in this case, as 
the company has fallen: behind on 
orders to that extent as a result of 
heavy demand, labor difficulties and 
trouble with raw material. No change 
in prices is anticipated, it is said. 


Orders for per More or 


Deliveries of Trolley Wire 
Are Improved 


Buying Has Been Fairly Regular and 
Good Prospects for Future Business 
Are Seen—Prices Softening 


Buying of bare trolley wire on the 
part of electric railways, while not 
extra heavy this year, has proceeded at 
a good substantial rate. At present the 
volume of demand is light, but such a 
condition normally prevails at this sea- 
son until new extensions get under way 
in the spring. Furthermore, at least 
one large interest is not encouraging 
new business at present because of the 
unsettled condition of the copper mar- 
ket. 

Reports: on the foreign market 
differ. One view holds that foreign in- 
quiries are picking up in line with a 
steady growth in demand abroad, but 
other interests are receiving fewer in- 
quiries from that quarter. On the other 
hand, the market for composition trol- 
ley wire, both domestic and foreign, it 
is stated, has been stronger than any 
previous year. 


_ PRODUCTION CONDITIONS IMPROVED 


Production conditions as regards 
labor, raw material, etc., are much im- 
proved. Deliveries of trolley wire 
which last summer averaged six to 
eight weeks now range in the neighbor- 
hood of two to four weeks. Stocks of 
the finished product are not maintained, 
but the raw material surplus is good. 


Deliveries of composition trolley wire 
are reported slightly longer than the 
ordinary type, as back orders have piled 
up owing to the strong demand. On 
the general sizes about two to six weeks 
is quoted. 

The condition reported last summer 
that some producers were drawing trol- 
ley wire stock to fine sizes and insu- 
lating it in order to cope with the over- 
flow orders on insulated wire is no 
longer existent. The former delay oc- 
casioned by drawing processes has also 
been largely overcome. Reports vary 
as to whether railways are fairly well 
stocked with trolley wire to care for 
necessary repairs. It seems logical to 
believe that the statement that reserve 
stocks are small is more nearly correct, 


however, in view of the necessarily qur- 
tailed buying of many lines. A few 
cancellations have been received, but the 
number has not been large. 

Prices have generally softened com- 
mensurate with the drop in the copper 
market. A representative producer is 
quoting trolley wire on a 193% cent base 
at present. The further trend of prices 
is dependent on the direction which 
copper takes, since the raw and the 
finished product in this case go largely 
hand in hand. Manufacturers express 
an optimistic view regarding the out- 
look for future business. Prospects for 
the further electrification of steam 
roads and hope of foreign markets 
opening up to a greater extent lend an 
encouraging tone. 


Buying Active in Steam Railroad Field 


.Manner in Which the Railroads Have Come Into the Market Is Index 
of Expected Electric Railway Purchases in 1921—Fare 
Increases of Many Electric Lines Absorbed by Debts 


The sales of one large electric manu- 
facturing company to the steam rail- 
road field for the month of October, 
1920, were ten times what they were 
for the same month in 1919. This is a 
single criterion of how rapidly and 
materially the steam railways are get- 
ting back into the market for mate- 
rials and supplies and equipment. This 
activity on their part has followed with 
remarkable closeness upon the nation- 
wide rate increases granted by the 
Interstate Commerce Commission in 
late August and early September. 


RATE INCREASES HELP BUYING 


This is indicative of what may be 
expected in connection with the buying 
of the electric railways in a more 
gradual way. The outstanding differ- 
ence between the two fields is that in 
the steam road field all of the rail- 
roads received the increases simulta- 
neously, and all are beginning simul- 
taneously to buy. In the electric rail- 
way field the increases in rate have 
been granted one at a time, here and 
there, all over the country, but the 
accumulation of rate increases should 
begin to manifest itself in buying 
activities more striking than hereto- 
fore this year, though the purchases 
made this year have placed many man- 
ufacturers in a position where deliver- 
ies have been very slow. This condi- 
tion may, however, be more nearly 
ascribed to slow production than to the 
great volume of business. 

Many electric railways which have 
received rate increases and have been 
operating under them for perhaps a 
number of months were involved in 
such heavy debt prior to the increase 
that the higher earnings were ab- 
sorbed for long periods in paying off 
these active debts, so that these com- 
panies have not been in a position to 
be active in the market. Furthermore, 
at just this time of the year, a good 
many companies whose fiscal year is 
common with the calendar year cut 
down purchases to absolute necessities 


in order to improve the financial show- 
ing for the year. It is safe to believe, 
then, that early next year there will 
be a decided increase in the number of 
electric railways which will be getting 
back on their feet financially as the 
result of the continued higher earn- 
ings and there should follow a period 
of heavier buying in the electric rail- 
way field. It cannot be said that the 
buying during 1920 has been exceed- 
ingly poor, but it is believed that vari- 
ous improving conditions in the indus- 
try will conspire to make 1921 a far 
better year for the manufacturers. For 
the railways, with the prospect ahead 
of being able to buy, it means that the 
next few months will be a period of 
active planning. Equipment and mate- 
rial needs must necessarily be carefully 
checked and the necessary orders 
placed to insure the high standard of 
efficiency which has been the major 
premise for granting rate increases. 


Rolling Stock 


The Detroit (Mich.) Municipal Rail- 
way, through the Department of Street 
Railways of Detroit, and subject to the 
approval of the Common Council, has 
accepted the bid of the Osgood Bradley 
Car Company for twenty-five safety 
cars of the Birney type. Delivery of 
the cars is to be made in forty-five 
days it is reported. 

The Topeka (Kan.) Railway expected 
delivery of eight new safety cars about 
the middle of this month. These were 
ordered nearly two years ago, but de- 
livery has been awaiting approval of 
the $48,849 in equipment certificates, to 
pay for the cars, by the Court of In- 
dustrial Relations. This approval was 
granted by the court the latter part 
of October. 

Twin City Rapid Transit Company, 
Minneapolis, Minn., announced in the 
Sept. 11 issue as changing over 300 cars 
to the front-entrance type, has placed 
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two of the cars in operation on the 
Payne-Groveland line. A feature of the 
new construction of these cars is the 
replacing of the old hot water heaters 
by hot air heaters. The company is 
also starting to rebuild trailers for 
rush-hour service in St. Paul. The 
reconstructed cars will have a rear 
entrance and front exit. 


Track and Roadway 


Georgia Railway & Power Company, 
Atlanta, Ga—The Georgia Railway & 
Power Company has anounced to the 
street committee its readiness to re- 
build its tracks from the Broad Street 
viaduct to Alabama Street in Atlanta 
and also to pave between the tracks an 
area of approximately nine feet. 

Louisville (Ky.) Railway.—The Louis- 
ville Railway is planning to install a 
loop in the near future at Audubon 
Park north of the Southern Railway 
crossing. Just as soon as the loop is 
completed city service will be extended 
to the new loop, which will be a great 
convenience to regular riders. 


New York State Railways, Syracuse, 
N. Y.—The Public Service Commission, 
Second District, today granted per- 
mission and approval to the New York 
State Railways to construct a loop from 
its track in Milton Avenue in Solvay 
upon private property to the Semet 
Solvay Company’s plant for the im- 
provement of service for the employees 
of the Solvay companies, The village 
has. granted the company the required 
franchise for operation and Commis- 
sioner Frank Irvine, the sitting com- 
missioner, holds that public convenience 
and necessity require the construction 
of the loop and operation of the electric 
cars thereon. 


Frontier Electric Railway, Buffalo, 
New York.—The Frontier Electric Rail- 
way, which proposes the construction 
of a new double track electric freight 
line between Buffalo and Niagara Falls, 
has petitioned ‘the municipal authorities 
of North Tonawanda for permission to 
extend the time for commencing the 
construction of the line through that 
city. The time for starting the con- 
struction is set for Dec. 31, 1921. An 
extension of two years was sought. 
The proposed line would be operated 
by the Lackawanna and Pennsylvania 
Railroads. The right of way parallels 
the new high speed line of the Inter- 
national Railway Company, Buffalo. 

Dallas (Tex.) Railway—The Dallas 
Railway must start immediately on its 
improvement program outlined by the 
city, or legal action will be taken against 
the company. J. F. Strickland has 
written the Mayor to the effect that the 
company was financially unable to re- 
construct its tracks on South Lamar 
Street and it was also unsuccessful in 
its attempt to raise money for that 
purpose. The Mayor has replied that 
the Board of Commissioners will wait 
until Nov. 2 for assurances from the 
railway that the necessary improve- 
ments will be undertaken, 


Power Houses, Shops 


and Buildings 


Los Angeles (Cal.) Railway.—The 
Los Angeles Railway has just closed 
an order for two 1,000-kw. synchronous 
converters with 1,000-kva. oil-insulated 
self-cooling type transformers for ope- 
ration on 50-cycle, 16,500-volt primary 
lines and to be automatically controlled. 
These units will supply energy at 600 
volts to the direct-current trolley lines 
of this system. One of these units 
with a complete equipment by the Gen- 
eral Electric Company will be located in 
the Garvanza District. The second 
unit, likewise automatically controlled, 
will be furnished by the Westinghouse 
Electric & Manufacturing Company and 
lecated in the Vernon District. The 
Los Angeles Railway power supply 
comprises ten substations, manually 
controlled, totaling 26,000 kw.; the 
largest single station is rated at 6,000 
kw. Most of the units are induction 
motor-generator sets although four 
1,500-kw. synchronous converters were 
installed recently. 


oS. GT 
| Trade Notes 


The Pierce Fuse Corporation of Buf- 
talo, N. Y., announces the appointment 
of Emory M. Coffin as sales manager, 
succeeding P. S. Klees. 


The Shanklin Equipment Company, 
Inc., Springfield, Mass., which recently 
developed an automatic transfer issu- 
ing machine, announces that it has in- 
stalled this equipment on the one-man 
cars of the Maple Street lines of 
Springfield and also on the two-man 
ears of the Walnut Street line. In- 
stallation in other cities, it is stated, 
will begin this month. 

Franklin P. Wilds has severed his 
connection with the Irvington Varnish 
& Insulator Company to become vice- 
president of the Standard Insulator 
Company at Rutherford, N. J., it is 
announced. The latter company manu- 
factures varnished cambric, oiled paper, 
oiled silk and various kinds of varnished 
treated papers. Mr. Wilds was form- 
erly with the Mica Insulator Company, 
the Linonite Company, Keene Mica 
Products Company and for the past ten 
years with the Irvington Varnish & 
Insulator Company. 


The American Gear Manufacturers’ 
Association held its fall meeting at 
Mohonk Lake, New York, on Oct. 27, 
28 and 29. About 100 members of the 
association were present, representing 
about eighty-five of the largest gear 
manufacturing companies of the coun- 
try. The keynote of the meeting was 
standardization. P. G.. Agnew, secre- 
tary of the American engineering 
standards committee, spoke on “Stand- 
ardization from the Point of View of 
the American Engineering Standards 
Committee”; Calvin W. Rice, secretary 
of the American Society of Mechanical 
Engineers, gave an interesting talk on 


the subject of “Standardization”; C. L. 
Collens, II, president of the Reliance 
Electric & Engineering Company and 
past-president of the Electric Power 
Club, made a helpful address on “In- 
dustry Organization,” and Christopher 
Haigh of the General Electric Company 
presented the “Machine Rate Method of 
Distributing Expense.” The spring 
meeting of the association will be held 
at St. Louis. 


George N. Brown, until recently elec- 
trical engineer of the New York State 
Railways, Syracuse-Utica lines, on Nov. 
1 took up his new work as district 
manager at the New York office of the 
Pittsburgh Transformer Company. Mr. 
Brown came directly to his new posi- 
tion from the engineering department 
of the Brooklyn Edison Company. He 
is a graduate of the Cornell University 
course in electrical engineering, imme- 
diately thereafter beginning railway 
work as inspector of car equipment 
with the Utica & Mohawk Valley Rail- 
way. In the fall of 1908 he was trans- 
ferred to Syracuse as car inspector on 
the Oneida Railway, but returned to 
Utica after a year as assistant to H. S. 
Williams, electrical engineer of the 
Utica & Mohawk Valley Railway. In 
November, 1910, he became connected 
with the Boston & Maine Railroad and 
took part in the Hoosac tunnel elec- 
trification, afterward acting as switch- 
board operator in the North Adams 
power plant. In May, 1912, Mr. Brown 
became assistant engineer of the three 
lines which now form the Syracuse- 
Utica division of the New York State 
Railways. He was later made elec- 
trical engineer of these lines. 


New Advertising Literature | 


Car Heaters.—Holden & White, Inc., 
Chicago, Ill., has published an illus- 
trated folder on its line of electric car 
heaters with Cutler-Hammer heating: 
units. 


Car Plant.—The J. G. Brill Company, 
Philadelphia, Pa., is distributing copies. 
of the pictorial section of the Philadel- 
phia Public Ledger for Oct. 17, which 
contains two pages of interesting pic- 
tures of the Brill plant as part of a 
series appearing each Sunday on “Great 
Industries That Have Made Philadel- 
phia Great.” 


Engineering Service.—Ford, Bacon & 
Davis, engineers, 115 Broadway, New 
York City, are distributing pamphlet 
29, dated Oct. 15, on “The New Jersey 
Valuation Law,” which contains edi- 
torial opinions of the New Jersey law 
calling for valuation of street railway 
properties in the state, under which the 
company has been retained to do the 
work of appraising. 


Employee Relations.— Westinghouse’ 
Air Brake Company, Wilmerding, Pa., 
is distributing publication 9,044, a sixty- 
one page illustrated brochure entitled 
“The Air Brake Family,’ which de- 
scribes the industrial, social and wel- 
fare activities of the company. 
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“We Have Stuck Religiously 
to the Standard Car” 


Mr. E. M. WALKER, General Manager 


Terre Haute Lines, attri- 
butes success to the fact 
that they have adopted 
the Standard Birney 
Safety Car. 


Wabash Avenue in Terre Haute, where Birney Safety 
Cars have been so successful. 


In the discussion which followed the read- 
ing of the Report of the Committee on Safety 
Car operation at the recent A. E. R. A. Con- 
vention Mr. E. M. Walker, of Terre Haute, 
testified to the most satisfactory results which 
his company has obtained since the adoption 
of Birney Safety Cars, and in conclusion 
stated that they attribute their success chiefly 
to the fact that they have stuck almost religi- 
ously to the Standard Car. 


The Birney Safety Car was designed to 
obtain maximum operating results, and ex- 
perience proves that these are best accom- 
plished with the Standard Car. 


THE J. G. BRILL COMPANY 


HILADELPHIA, PA. 
AMERICAN Car Co. — G.C.KUHLMAN CaR Co. — WaASON MANFG Co. 
ST LouIs MO. o. 


GLEVELAND, OHI “SPRINGFIELD, MASS, 
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Health, housing and happiness—these three factors in the 
modern industrial life are dependent upon rapid transporta- 
tion to counteract the evils of congestion. 


Pantograph Sliding< Trolley. 


Line Breaker 


General Office 
Schenectady, NY. 


The World’s Greatest Suburban 
Electrification 


As long ago as 1896 the 


General Electric Company sug- 


gested the electrification of the 
many-miled steam rapid-transit 
systems of “Melbourne the Mag- 
nificent.”’ 
1913 before the contracts were 
placed by the State of Victoria, 
Australia. 


With the experience of the 
world to draw from, Merz and 
McClellan, the engineers, recom- 
mended the installation of 1500 
volts direct current and the use 
of G-E motor and control equip- 
ment for the 400 motor cars and 
400 trailers to operate over 335 


But it was March, 


miles of single track. They 
found the high-tension direct 
current was the lowest in both 
first and continuing costs. 


Electrification at Melbourne 
is making possible a. great in- 
crease in the steam schedule 
range of 13 to 18 miles per hour, 
thus helping to sustain the:repu- 
tation of this metrapolis as a 
city without congestion, 


Controller 


GeneraloElectric- 
Company 


Sales Offices in 
all large cities 
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